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WHEELS OF MAN 
RAIN-PROOF CYCLE LUGGAGE 


A — Tank Bag — Straps to Gas tank; 
12"x10"x5". Topside map pocket 

and personal effects pouch. Heavy duty 
sling for take-along convenience. 

Red, Yellow, Blue, Black $14.95 


AF-T-RELEASE 
for HELMETS 





Quick release that works 
like a miniature 


Seat N NEW! HONDA FUEL GAUGE Fits 


all Honda flip cap models; all 

bu om pros years. Also Yamaha '75's (road) 
P $2 00 and Kawasaki '75's (road). Easy 

- to install $14.95 


























B — Stuffer Bag — 10” diameter, 
17” long. Holds two helmets 

and clothing. Travels securely. 
Three-snap flap. Heavy duty. 
slings. Red, Yellow, Blue, Black $9.95 


C — Super Stuffer — 21” long, 
12” diameter. All features, plus 
“piggy back” pouch. 

Red, Yellow, Blue, Black 


D — Ruck Sack — 513.95 + 


Adjustable straps, 

shoulder or back 

pack. Flexible i 
sides. 10"x12"x414", ۹ 
Overlapping flap for 
extra weatherability. 
Red, Yellow, Blue, 


Black — $9.95 





NEW! GAS CAP LOCK For all Honda 
flip cap models, all years. Can be 
used with new fuel gauge (Honda 
only). Heavy duty. 2 keys. Easy to 
install Lock and 2 keys $9.95 






Complete Cycle 
Luggage Set — 
Tank Bag, Super Stuffer, -— 
Ruck Sack in matching colors. 

Red, Yellow, Blue, Black $47.00 ۲ 


3 ‚ ? 1 
HANDLEBAR EXTENDERS For all 
Hondas. Also fit 2-1 Kawasaki and 
750 Yamaha. Move handle bars 
back to comfortable riding posi- 
tion without changing cables, 
brake hose or wiring. $16.95 





LJ 
VINYL COMP GRIPS 
Minimize handlebar vibration. 
Slip over standard grips. 


GRAN TURISMO GRIP 
Vibration-free riding. For Honda. 
Gold, Blue, Black or Red. 


Black only Set of 2—$3.49 Set of 2 — $2.98 





HONDA SWITCH-UP KIT Fits all Hondas. 
Move ignitior switch up. Do it yourself 
in minutes. With hinged protective cover. 
Mounting bracket, new switch, two keys 
and extended harness. List year and model. 
Complete kit $19.95 





HONDA FUEL SHUT-OFF LOCK. 
Prevents ride-off thefts. Lustrous 
chrome finish. Easy to install. 
With 2 keys. All Hondas thru '74. 
14.95 


SISSY BAR CARRY-ALL LUGGAGE Fits all bars, 


... and а book-full more! on-off in a jiffy. Double lined, heavy duty 


($1.50 by Air Mail vinyl, full zipper enclosure. Waterproof. 2- 


60c anywhere 
Only in the world.) 


FREE with any order. 


strap carry-handle, use as hand luggage. 
22" high. Black or antique brown. 5 







DELUXE HELMET CHIN CUP Fully padded. Lock- 
in lugs prevent slippage. Ends hanging strap 
ends. White or black $1.95 
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REPORT 


©1975 American Honda Motor Co., Inc. 


The eighth running of the AMDRA/NHRA National Drag 
Racing Competition in Atco, New Jersey, saw the Honda name 
on more winners than other motorcycle manufacturers’ indi- 
vidually and collectively. In the professional drag contest, 
Honda-powered drag racers captured three out of five wins, 
with Russ Collins leading the way in the Top Fuel division with 
a nitro-methane fueled triple 750 Four drag bike. The time— 
8.47 seconds, the speed, 171.42 mph! The Top Gas run was 
another number one for Honda. This time, a 220060 twin 750 
Four-powered dragster racked up a 9.18-second win, best-time- 
of-all at 156.02 mph. 


Every year Honda honors select dealerships that have earned 
a right to a place in the Honda Service Hall of Fame. Dealer- 
ships must meet and exceed Honda standards for clean, well- 
lighted, well-equipped, safe work areas for their employees. 
During the 12 months previous to the time recipients are elected, 
a dealership must have no customer complaints of any kind. 
And the parts department must be fully stocked, so that a bike 
can be fixed fast and right — the first time. And beyond all that, 
a dealership is judged on attitude — enthusiasm and a willing- 
ness to be cooperative and helpful to the customer. This year’s 
inductees in the Honda Service Hall of Fame are Grand Prix 
Honda, Stonepark, Illinois; Cycle World, Virginia Beach, 
Virginia; Coxsey’s Honda, Ardmore, Oklahoma; and Sunflower 
Honda, Loveland, Colorado. Every Honda dealer strives for 
this coveted award. So that means you can look for quality 
maintenance and a friendly reception whenever you visit your 
Honda dealer for service. 


Hurricane Fifi—one of the most devastating hurricanes in recent 
history —saw organizations from around the world come to the 
relief of the thousands of homeless citizens of Honduras. One 
of the principal needs of inland Honduras towns was communi- 
cations; telephone lines and conventional power sources were 
put out of action by the torrential storm. Honda donated an 
E-900 generator to one of the many groups that came to the 
aid of hurricane-ravaged Hondurans. 

The agency was San Francisco-based Safespace Foundation 
that transported the Honda E-900 generator to a remote area 
of Honduras, where the unit was of vital importance in provid- 
ing power for radio communications from an area completely 
cut off from the outside world. The Honduran Consul General 
in San Francisco has expressed his country's appreciation to 
Honda for the donation of the E-900, which helped provide a 
life-saving link to rescue units and the much-needed stores of 
food and medicine. 


CIRCLE NO. 37 ON READER SERVICE PAGE. 
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Honda Tops 
in AMDRA/NHRA 
National Drags. 


Four More Honda 
Dealerships Become 
Service Hall-of-Famers. 


Emergency Power 
Supplied by 
Honda in Honduras. 





troversial around the pits, to be sure. 
Constant rules adjustment does make 
things difficult for car owners and crew 
chiefs. But constant rules adjustment also 
makes for extraordinarily close racing, 
and outside of safety, close racing should 
be the main raison d'etre for any kind of 
rules structure. 

Standing at the threshhold of Produc- 
tion Racing AMA-style, what do you see? 
You see RD-350 Yamahas overloading 
the Lightweight fields, and 900 BMWs and 
903 Kawasakis dominating the Heavy- 
weight fields. Flex, AMA. In the Light- 
weight class, open it up to specific motor- 
cycles, regardless of displacement. The 
Kawasaki 350 Big Horns didn't beat the 
250 Yamahas in Lightweight AMA racing 
two years ago. But it was great fun watch- 
ing them try, wasn't it? Making single- 
cylinder 350 two-strokes and multi- 
cylinder 350 four-strokes eligible for the 
250 class was a move in the right direc- 
tion. It showed flexibility. It showed 
adaptability. It may have been more suc- 
cessful if the four-stroke limit were es- 
tablished at 500cc instead of 350, but one 
learns, after all. 

The solution to the Heavyweight Pro- 
duction problem is difficult, since there 
are no motorcycles around that simply 
could be hurled into the field to give it 
depth and balance, and no standard dis- 
placement limits that could be conve- 
niently transcended, as in Lightweight 
Production. But difficult as the solution 
might be, one must be found—or the class 
is going to find itself wrapped in Yamaha 
TZ-700 stagnation. Here's a thought: the 
AMA could mandate all the standard re- 
quirements that make Production Racing 
Production Racing, except the one limit- 
ing cylinder overbore. A 925cc upper 
displacement limit could be generally im- 
posed (the Harley-Davidson XL-1000 and 
Laverda 1000 and Guzzi 1000 would be 
exempted), and owners of Kawasaki 750 
Threes and Honda CB-750s and Norton 
850s and Trident 750s would be required 
only to respect the upper limit. You argue, 
but then the engines wouldn't be Produc- 
tion engines! Well, they're not Production 
engines now, every rotating and recipro- 
cating component having been leaned on 
for maximum horsepower. The hotter Z-1 
Kawasakis, for example, have special cam 
shafts, special pistons, special valves and 

(Continued on page 16) 
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Now listen: The AMA stands at the 
threshhold of a new kind of motorcycle 
racing. The Production classes, with luck, 
could rekindle brand interest in the minds 
of the spectators, something that has 
been missing for the last two years. It 
could safely and cheaply introduce lots 
and lots of new racers into the folds of 
the AMA. It could reduce the number of 
squirrels roaring up and down Racer 
Roads across the country, dodging on- 
coming traffic and looking over their 
shoulders for the police. AMA Production 
Racing could be a Good Thing. 

But not until the AMA adapts the Bill 
France philosophy of Rules for the Sake 
of Racing instead of rules for the sake 
of rules. Where is it graven in stone that 
good rules are simple rules? Simple rules 
yield Yamaha TZ-700s, water-cooled 
250s, diminishing fields and disappearing 
aspirations. Simple rules yield expensive 
motorcycles and spare parts that are only 
selectively available. Simple rules yield 
900cc domination in a Production Class 
that should be attractive to 750 owners, 
but clearly isn't. And simple rules yield 
Lightweight fields composed almost en- 
tirely of Yamaha RD-350s. 

For crying out loud, AMA, fix the rules! 
Pay attention to what's happening! For 
1975 Honda will offer a nifty 400cc Four, 
with a collector exhaust system, crypto- 
rearsets and low handlebars. Kawasaki 
has a 400cc Three. Suzuki has a 550 
Three and a 380 Three. Honda has a 500 
four-stroke twin, and so does Yamaha. 
Suzuki has a 500 twin two-stroke. Any 
road test in any motorcycle magazine 
would suggest that the RD-350 and TX- 
500 Yamahas, the 380, 500 and 550 Su- 
zukis, and the Honda four-stroke 400 and 
500 are not all that far apart in terms of 
performance. Sure, some of them are 
bigger displacementwise than others. But 
the ones with small engines are light, 
quick and potent, and the ones with larger 
engines have some weight and ground 
clearance problems. If Bill France ran the 
AMA he'd let them all race together, and 
adjust the rules as needed if one or two 
brands established absolute predomi- 
nance. But the AMA isn't Bill France, you 
say. Well, you ought to be, or you ought 
to think the way he does. You say about 
40,000 people came to last year's Day- 
tona-AMA? Well, 100,000 come to last 
year's Daytona-France. France is con- 


Editorial 


A Ghost of a Chance 


® Dear AMA, 

| read with some interest your recent 
press release, wherein it was indicated 
that the AMA would encourage Produc- 
tion Racing more vigorously in 1975 than 
it had in 1974, and that the overall results 
in 1975 AMA Production Races would 
bear on the selection of Lightweight and 
Heavyweight fields for two Production 
races to be held at Daytona during Speed 
Week 1976. Terrific. 

Remember the words of Harry S For 
Nothing Truman having to do with vacat- 
ing the kitchen when it gets too hot? 
Things are pretty hot in your AMA Cham- 
pionship road racing kitchen, aren’t they. 
Due to Yamaha's willingness to play by 
the rules, and the AMA's unwillingness 
to change them, 1974 produced Yamaha 
wins at every single National road race 
except one, and the absolute and utter 
end of all four-stroke hopes. There were 
no Hondas racing, no Triumphs, no Nor- 
tons; Harley-Davidson and BMW did race, 
but without a shadow of a chance. 

For 1975 we will have full-house Grand 
Prix competition, which means a higher 
thermostat than ever before. 

Is it fair to assume that the harsh laws 
of natural selection will be in force in 
Production Racing as well? Look what 
happened at the Heavyweight Production 
Races the AMA organized at Laguna 
Seca and Ontario. At Laguna the finishing 
order read 903 Kawasaki, 900 BMW, 903 
Kawasaki, 900 BMW. At Ontario, 900 
BMW, 903 Kawasaki, 903 Kawasaki, 900 
BMW, 900 BMW. Where were the 750 
Hondas, 750 Kawasakis, 850 Nortons, 750 
Suzukis, 750 Triumphs? Nowhere. Why 
not? After all, 750 Kawasakis and 750 
Hondas used to make up the core of 
Heavyweight Production racing. 

I'll tell you where they were: home іп 
garages, waiting for next week's local 
Production Race, knowing that if they 
came out to Laguna or Ontario they'd get 
smacked around and embarrassed, 
knowing that to hope to be competitive 
against the ultra-hot 900s was to hope 
for a miracle. There was a lot of company 
in that garage: all the home-built 750 
championship Hondas, all the 750 XR 
Harley-Davidson road racers, all the 
Triumph Trident 750 Threes, all the Nor- 
ton four-stroke twins, every single once- 
competitive motorcycle that history and 
progress have deemed obselete. 
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DUCATI 750 
FOR THOSE WHO DEMAND A DIFFERENCE! 


with every ride place it with the 
top of its class, fully appreciated 
by those true veterans who really 
know. This is Ducati 750. 

If you demand this special de- 
gree of difference, then you de- 
mand the Ducati 750. Visit your 
nearest authorized Ducati deal- 
er soon for a test ride on the new 
sensation of superbikes. 


It’s a rare event when a motor- 
cycle is introduced to the market 
and displays such fantastic qual- 
ities that it immediately earns 
a reputation for greatness that 
others take years to achieve. 

Its overall design, outstanding 
performance, incomparable han- 
dling characteristics and the 
thrilling total sensation it offers 


BERLINER MOTOR CORP. 


SOLE U.S. DISTRIBUTORS 
RAILROAD STREET & PLANT ROAD, HASBROUCK HEIGHTS, NEW JERSEY 07604 
CIRCLE NO. 38 ON READER SERVICE PAGE. 
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co-author of the Velocette history, Always 
In The Picture. 
You might be interested in knowing that 
Clew has a new book coming out, entitled 
The Scott Motorcycle. Solid history 
books on motorcycles are not easily found 
here in the United States, so many buyers 
must turn to British vendors. In this re- 
spect the most convenient source | know 
is Bruce Main-Smith & Co., P.O. Box 20, 
Leatherhead, Surrey, ENGLAND. They 
welcome overseas orders and provide 
prompt service. Just thought some of your 
readers would like to know. 

M. Foster-Davies 

Marsing, Idaho 


Wick Yards 

| have seen frauds perpetrated in the 
past, but this is the very worst ever. | have 
an old Henderson 4 that needs a new wick 
for the oiler. That machine is totally re- 
stored after my Dad crashed it in 1935 
except for a new wick. When | read the 
Junk Yard story, or should | say dream, 
by Jess Thomas in the August issue, | 
just knew | would be able to get the new 
wick. | wonder who the “we” are that 
supposedly visited those yards with him. 
Man, they don't exist. 

Round trip air fare, excitement about 
the new part, goin' unprotected thru 
Hollywood and the letdown when they 
ain't there, is too much. And my ''dear 
old dad" would have been right proud 
if he knowed ۱ also a/most got the bike 
done. But, Mr. Thomas led me on a wild 
wick chase. 

Ben Bald 
Man Made Lake, Wash. 


(Everybody kept saying—Go to Agoura—Is 
that swearing?) 


Preachy 


| wonder if you people at Cycle don't 
sometimes get so enamored of a pet idea 
that you can't see a situation objectively. 
l'm thinking now of disc brakes. Sure 
there are reasons why they should be 
better, but not to the degree that you 
preach (and you do preach). | don't agree 
with the statement in one of your articles 
that the design of a good drum brake is 
more an art than a science. It takes a 
good, experienced designer, perhaps, but 
| doubt that art has anything to do with 
it. The poor brakes that you have been 
CYCLE 





Letters 


Spark Poles, North and South 


could be employed with these units was 
also limited. 

When given the proper maintenance, 
the traditional magneto is a satisfactory 
ignition source for normal operation and 
good for high rpm operation, since it is 
a linear a.c. generator. The spark plug 
gap has to be smaller than that used with 
battery coil systems for easy starting, but 
it sure is nice to have a motor that runs 
when “Home Before Dark” electrics do 
their legendary thing. 

Gregory Lawless 
Milwaukee, Wis. 


Really Bad 

This past April and May, ۱ spent some 
time in the suburbs of Boston, and noticed 
that the number of motorcycles in use was 
much lower than in suburban New Jersey, 
even though the weather and the tail-end 
of the gas shortage seemed to be just 
about the same. This bothered me be- 
cause the roads appeared to be better 
cycling roads than where ۱ live. Then it 
occurred to me that maybe it was because 
of the Massachusetts car drivers. The 
more | looked, the more plausible this idea 
became. They're really bad. A single word 
best describing them is unpredictable, so 
much so that | wouldn't like riding there 
either. Let's hear from the Mass. bikers— 

how do you manage to stay alive? 
Ken Stewart 
Chester, N.J. 


The Old Switcheroo 

Do my eyes deceive me or is there a 
small mix-up in your October 1974 issue 
of Cycle Magazine? 

On page 87, you have Heikki Mikkola 
of Finland under a picture of a young man 
wearing a shirt with a U.S. flag on it. Could 
it be that the young man is Brad Lackey 
and the smiling blond in the Husqvarna 
shirt is the real Heikki Mikkola? 

Chuck Becker 
Thousand Oaks, CA. 


Could be. Could be.—Ed. 


Anglophiles 
| enjoyed reading the Scott article by Jeff 
Clew in the October 1974 issue. We An- 
glophiles who read British motorcycle 
magazines—as well as American ones— 
know Clew well, and British motorcycle 
enthusiasts will recognize Clew as the 


Once again Mr. Jennings has scored 
a minor triumph (slight pun intended) of 
sorts with 'Basics—lgnitions"' in the Au- 
gust 1974 issue. His rambling form of 
technical journalism is a pleasant mar- 
riage between the too-stilted rigorous 
derivations of text book technology and 
the informal monographic style of the 
popular magazine genre, the “Elements 
of..." article. The entire “Basics” series 
for that matter has been one that amaz- 
ingly informs without boring or insulting 
readers in a very broad range cf knowl- 
edge and experience. 

| would like to comment, however, on 
the section dealing with magneto types 
and functions. In addition to Harley- 
Davidson, many recent British magnetos 
are not of the energy transfer type with 
remote coil and points in parallel with it, 
but rather a modified traditional layout 
with the permanent Alnico magnets sta- 
tionary and integral with the magneto 
case with a wound rotor with carbon 
brushes picking up the high tension cur- 
rent of the secondary winding, with the 
points in series with the primary coil. An- 
other earlier British layout incorporated 
a permanent magnet rotor with a u- 
shaped wound laminated yoke containing 
both primary and secondary coils. Still 
another variation was that of permanent 
magnets in the case connected to a simi- 
larly wound yoke, with a soft iron bobbin 
rotor which changed magnetic flux direc- 
tion through the yoke at 90-degree inter- 
vals by its relation to the north-south poles 
of the frame magnets, providing alter- 
nating paths of low reluctance for the 
magnetic flux. 

The energy transfer system was used 
sparingly on some Triumph and BSA 
models and most notably on the later 
Triumph Cub models. This system was 
marginal at best and horrible when off. 
Even when the timing and point setting 
were adjusted according to all natural 
laws, including those of Triumph and 
Lucas, the engine was prone to misfire 
due to the energizing coil current not 
being at peak value at the time of the point 
opening, since the permanent magnet 
rotor position itself had to be spot-on in 
degrees with respect to the stator ener- 
gizing coil. The range of satisfactory cur- 
rent produced in the energizing coil was 
limited to a few degrees of engine rota- 
tion, thus the range of spark advance that 
6 
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Brace yourself for the worst. 


Knocking around trails and off-the-road terrain 
can knock the best of forks out of whack. 

But with a Circle Industries front fork brace up 
front, the ups and downs are equalized, giving you 
better stability and handling. 

They’re precision designed and manufactured 
with lightweight, hardened aluminum in a choice 
of satin-polished or. mirror-bright finishes. 

Single or double looped, drilled or universal, 
they simply bolt on in a matter of minutes, with- 
out having to use spacers. 

JUST $5.95 to $12.95. Available for nearly every 
machine and model, up to 21” wheel size. 

Our latest 28-page catalog has. all the details, 
plus our entire line of high-quality, low-priced 
parts and accessories. Send $1 and it’s yours. 

Circle Industries, Dept. C, 17901 Arenth Ave. 
City of Industry, CA. 91744, Phone (213) 965-1622. 

With our products going for you, the best is yet 
to come. CIRCLE NO. 41 ON READER SERVICE PAGE. 


CIRCLE woustnies‏ کي 


In the business of making thíngs better. . 
“All merchandise prices are FOB, South El Monte, Calif." 


WHY STRETCH! 


Tired of Bending Over? Then sit back and 
relax on your bike with a pair of 


SET BACKS 


Move your handlebars back where you can 
reach 'em. Yes, move 'em back over 2 
inches without changing cables or hoses 


in 30 minutes! 


FITS HONDA YAMAHA 


BMW 


SUZUKI KAWASAKI 


Send only $12.95 plus .50 postage to 


CREATIVE ENTERPRISES 
Box 13640, Fort Worth, Texas 76118 


State Make & Mode! 
Texas res. add 49۵ sales tax. 








complaining about for years could have 
been due to inexperienced designers, or 
designs which had their compromises 
slanted differently from what you may 
have liked. Consider, for example, Euro- 
pean car brakes (pre-disc). For a long 
time their brakes required higher pedal 
pressure than ours, but they were difficult 
to lock and they resisted fade better. We 
Americans liked to be able to lock our 
wheels easily. This is a difference of opin- 
ion, not design ability. Does the fact that 
the Japanese make lousy shocks mean 
that shocks are a mysterious design 
problem, or does it mean that their priori- 
ties are elsewhere? 

If the manufacturers over-react to your 
journalism and get into a front brake 
power race, are we going to see a lot 
of average cyclists hurt because of front 
wheel lockup in panic situations? | think 
so. There's a big difference between ex- 
perts and average people in handling high 
performance equipment, whether it 
makes you go or makes you stop. This 
comment is not directed to your love for 
discs, but toward your apparent desire 
for tire-smoking stopping ability. You may 
not use these words, but this is how your 
attitude comes across. 

I'm not saying that discs aren't better. 
But are they really worth the fuss that 


you're continually making? Drum brakes |. 


per se really aren't that bad. My BMW 
front brake is predictable, progressive, 
doesn't lock, has never faded out, will 
stop me quicker than a car, and looks 
better than a disc. Note that these are 
mostly the same adjectives that you use 
in extolling the virtues of almost every disc 
that comes along. Why should | look for 
a “better” brake? | certainly wouldn't 
spend money on a conversion. Yes, | 
know the new BMW has discs. Is this 
because the bike needs them or because 
it should look modern according to your 
standards? 

Discs are supposed to have an edge 
over drums with regard to fade resistance, 
but they can be faded. ۱ have done this 
with both drums and discs on different 


cars in similar situations, and the margin. 


turned outto be illusory. The discs worked 
for a few seconds longer at most. If they 
had a higher residual braking force after 
fade onset, as is claimed, it wasn't enough 
to get excited about. | don't doubt that 
discs have better deep-water resistance, 
but | don't intend to take my BMW swim- 
ming. | do ride in the rain, however. Does 
an exposed disc work O.K. in the rain? 
My drums do. 

Don't assume | am anti-disc. | recently 
bought the disc option on another new 
car because the discs should be slightly 
better and | won't have to clean the dust 
out of them. | simply feel that we have 
been oversold on the merits of discs for 
cars, and that you might be doing the 
same for motorcycles. Get off the soap 
box and at least consider the answer for 
a sloppy design job or a difference of 
opinion isn't necessarily a major change. 

Ken Stewart 
Chester, N.J. 
(Continued on page 106) 
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duration is short. There are different pat- 
terns, sections and brands to confuse and 
confound. A particular front/rear combi- 
nation will perform superbly at one venue, 
but go to the squirrels elsewhere. Be- 
cause American Goodyears are not for 
export, the selection in England consists 
of Dunlop and Michelin brands, though 
the French merchandise isn’t always 
available. One man will swear by a Dunlop 
front driven by a Michelin rear. Another 
rider, spoiled by choice, is never exactly 
sure which combination he prefers. Such 
as the subtleties of modern tire technol- 
ogy that an experienced rider can be left 
enthusing over his personal selection of 
tires, only to learn that he turns quicker 
laps on tires which give him a feeling of 
insecurity. No doubt the larger selection 
has solved a number of problems but 
created others. And a new form of neuro- 
sis maybe. 

Phil Read plumped for dry Dunlops on 
the MV; Barry Sheene put the Suzuki on 
intermediates; and Dave Croxford’s Nor- 
ton rolled up on Michelins, patterned front 
and slick rear. No Michelin representative 
was on hand to explain the combination, 
or to devulge useful technical information, 
but Croxford just knew the Norton acted 
better with Michelins than with Dunlops. 
Privateers, not possessing the where- 
withall to indulge in tire sophistication, 
settled for KR97s (dry) or KR83s (wet). 
After last-minute changes they all lined-up 
with dry-weather rubbers, reasoning that 
they had nothing to lose. If the weather 
remained fair, they could soldier on with 
hopes of picking up a place (down to 
ninth) in the money, or at least collect 
$24 for finishing. If the rains returned, they 
could retire with honor. 

The front row: Read, Roberts, Agostini, 
Bonera, Lansivuori, Sheene, Grant and 
Smart. Class! Making a searing start, 
Agostini led into Gerrards, shading Rob- 
erts. Ago held on for two laps, then Read 
hit front, with Sheene drafting and Rob- 
erts sitting ominously third. Lap 4: Read’s 
front-running joy terminated as Sheene 
took over, and Roberts closed. Lap 5: 
Roberts assumed the lead, nailing Read 
and Sheene in one go, and rapidly pulling 
out a 100-yard lead. By the seventh lap, 
the incredible Roberts was lapping tail- 
enders. One backmarker received the 
Yankee treatment alongside the pit bar- 
rier, Roberts hurtling his lurching Yamaha 
through the diminishing gap between 
tail-ender and Armco. Roberts was on his 
way—fantastic, fast, and inch-perfect— 
handing out a racing lesson. Sheene 

(Continued on page 101) 
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All About The Race Of The Year 


On Sunday morning, Saturday's 
sunny-bright weather had become a 
memory. Drizzle greeted early-arriving 
racegoers. Soon the dampness changed 
to a steady rain which threatened to turn 
into a deluge. Fortunately, it never 
reached that stage—it just rained heav- 
ily—but the persistent wet was enough to 
make the previous day's dry-practice 
completely nonsensical. 

Roberts received his “it always bloody 
rains on Sunday” baptism in no uncertain 
manner. Understandably, he wasn't the 
fastest splasher around Mallory on that 
miserable morning. The tipsters hurriedly 
revised their opinions and put Phil Read 
forward as the man for the top spot. Team 
Kawasaki's latest acquisition and notable 
performer in the wet, Mick Grant, was also 
well-fancied. And to enhance the rac- 
ing-in-the-rain prospects, Kawasaki team 
manager Stan Shenton brought along one 
triple with pipes tuned for torque. 

The new Dunlop “Endurance” tire (de- 
signed for long-distance “production” 
racing) was much in demand, since the 
super-squeegee tread pattern maintains 
excellent wet-weather grip. The rain con- 
tinued. The organizers laid on extra prac- 
tice, and everybody fiddled with gearing 
and searched for a break in the weather. 

The first race, for 350s, was wet. The 
next event, a sidecar 8-lapper, was sod- 
den. During the lunch interval, the rain 
stopped. When the 500s assembled, the 
roadway was drying rapidly. Roberts and 
Kel Carruthers strolled out to the Esses 
for a closer inspection, and saw three 
Yamahas go slithering on a damp patch. 
Roberts and Carruthers pondered over 
the most suitable tires to fit on the TZ700. 
Local advice: fit slicks—it will be dry for 
the big one—rain never returns to Mallory 
until evening. Ken and Kel wandered off, 
racked with indecision. Finally they se- 
lected Goodyears variously described as 
“wet” and "intermediate" and furnished 
with hand-crafted tread. So it seemed. 

Dilemma likewise stirred the local 
camps. For gone are the days when pri- 
vateers were offered no choice of racing 
tires (and were saved from great ruinous 
attacks on their bank balances). And, if 
in the old days a few works riders were 
pampered with experimental mixes, the 
privateers paid little mind: the works- 
riders would win in any case. 

Today its no longer a straight choice 
between ''wet'" and "dry" rubbers. There 
areintermediates (Dunlop 350/500/KR83 
for instance), acceptable in the rain but 
capable of running dry, providing that the 
temperature remains lowish and the race 


9 It's a unique Mallory Park institution. 
A short, sharp, frantic event, the Race 
of the Year enjoys the intimacy of a 1.35- 
mile track nestled in a couple of fields 
where spectators populate hillsides and 
banks. No covered stands, no bleachers. 
Only people. 

The Race of the Year carried a hand- 
some prize-money fund in the days long 
before tearaway inflation and sundry 
pounds-sterling devaluations. The victory 
roll reads like a potted Racer's Who's- 
Who: Surtees, McIntyre, Hocking, Minter, 
Hailwood, Cooper, Agostini, Saarinen, 
Read. The results mirrored the advance- 
ment, the zenith and the demise of makes 
and types of racing machines. Manx Nor- 
tons hit the early highs. MV Agusta, as 
only to be expected, collected RoY 
honors six times through the years 
1958-1969. Mike Hailwood took the 
297cc Honda six, the best-ever Honda 
racer, to 1967 and 1968 victories. 1971 
saw John Cooper boosting Formula 750 
and BSA by beating MV's exotica in a 
straight, nothing-barred, no-alibi race. It 
was, without question, the greatest RoY 
ever staged. Then came the 350 Yamaha 
and Jarno Saarinen, the 1972 racing in- 
vincibles. And in 1973 Phil Read put the 
MV back on top, where Grand Prix afi- 
cionados insisted it should be. 

For 1974 the promoters budgeted 
$120,000 and assembled the ‘‘world’s top 
two wheelers." The works talent: Phil 
Read (500 MV), Kenny Roberts (700 Ya- 
maha), Giacomo Agostini (700 Yamaha), 
Franco Bonera (500 MV), Tepi Lansivuori 
(700 Yamaha), Barry Sheene (750 Su- 
zuki), Paul Smart (750 Suzuki), Dave 
Croxford (750 JP Norton), Stan Woods 
(750 Suzuki), and Mick Grant (750 Kawa- 
saki) were all seeded in front rows. The 
race was fleshed out by 18 more British 
and Continental qualifiers. 

A few changes were made for '74. The 
RoY distance grew by five laps, reverting 
to its pre-1965 length of 54 miles (or 40 
laps). Sunday's customary 5-lap heat 
races for advancement to the finals were 
abandoned, and all the qualifying was put 
into Saturday's practice-cum-race card. 
For the RoY line-up, the first five laps of 
atwenty-minute practice session counted 
as a race for qualifying; and a chance 
for the seeded riders to show their paces 
and collect $12 for finishing first. Kenny 
Roberts duly won the dash, and the admi- 
ration of Saturday's spectators. His domi- 
nance stirred the forecasters to remember 
certain Anglo-American Eastertime ex- 
ploits, and they straightaway put Roberts 
on top of the favorites’ list. 
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Each Fairing Custom fitted chrome Rack. 


Bags in black or white 








Famous Bates Cycolac f «т 2 
ipi А is custom fitted | | Backrest pads etc. available. 
E pt p ie to look right... — / | Works with any Bates 9۰ 
tail and turn light. : j | 
work right. / 

Wide range of / |‏ او 

Ў / 

“=” models апа 7 


colors. 


Fiberglass Tote Box fits 
any rack. Holds two helmets. 
Comes with Backrest... 
many other features. 





All new 


Fill in the blanks 
in your life with сше. vary Holds 


quality accessories "^^ ба 
By | : 












If you or your cycle are not equipped with 
Bates, you're missing the pride and pleasure 
that come with owning the best. Miss no more. 
Bates has a hard-earned reputation for quality 
won over the past 25 years by persistent atten- 
| swept back design tion to detail. That's why it's the brand you can 


„Safety Bar and ^ ру with confidence. 


Ride-Off Stand. Heavy-duty 




































































Mount together You fill in the blanks below and let Bates fill in Plexiglas in 
` or separately. the blanks in your life. solar green or clear. 
Fits most cycles. 
Make and model of cycle Fiberglass Tote Box (comes with Backrest Pad) 
۰ Color of Cycle—needed if ordering Custom Color—give official O Black O White O Custom Color ($15.00 ехіта)................... $ 

factory name O Std Size—$79.50 О King Size—$89.50 

Fairing—$89.50 O Black O White O Custom Color ($15.00 extra) ۰ مت‎ SR Striping—$10.00 O Black O White O Gold س‎ 
Striping— $10.00 Black O White OGold.. ور‎ —— Custom Trim Rails (shown on Tote Box)—$9.95 pr ad 
Riders Height_______ Shield Color O Green О Clear O Luggage Rack (only)—$34.95 O Backrest—$14.95 O Pad—$14.95 

Cycolac Saddlebags O Black O White O Safety Bar—$29.95 O Footpegs— $8.95 pr Ride-Off Stand—$49.50 ... 
With Rear Refl O Std Sz—$59.50 О King Sz—8$69.50 ۰ کے‎ m Plexiglas Shield (21'' width)—S37.95 O Clear Green وا‎ Bor te 
With 12v Light O Std Sz—$69.50 О King Sz—$79.50 à mH RII LIEU Total ... ê 8 Жа а oe eji a E йу У EES Ф 
Striping—$15.00 pr O Black C White O Gold a АЙ 5 —— Plus Shipping & Insurance (10% or $10.00, whichever is less) ۰ IU OA 
D Bag Mounts—$22.95 O Bag Guards—$24.95............ ee Total Amount Due O Check O Money Order enclosed fOr ................... $ 

Fiberglass Saddlebags Send to: Accessory House, Box 1770-CE, Long Beach, Calif. 90801 
O Black O White O Custom Color ($25.00 extra) ES 3 ame IL NAME 
With Rear Refl O Std Sz—$109.50 King Sz—$119.50 .......... — ADDRESS 
With 12v Light Std 82-0 King Sz—$129.50 ....... سے‎ CITY, STATE, ZIP 
Striping—$15.00 рг O Black O White Gold CE Een a ——— TELEPHONE ( ) 
C) Bag Mounts— $22.95 Bag Guards—$24.95.............. ааа مب‎ “шй 0 $2.00—Send me complete Bates Catalogs including Leather Samples 
















































































' At BMW, we think a motorcycle should be much 
more than just a fair weather friend. 

So the BMW is designed to be usable, and as safe 
as possible, no matter what the conditions. 

Our new perforated brakes are a for instance. 
They're designed to work better in the wet. Because the 
holes prevent water from forming a slippery film on the 
disc. So no matter how wet the weather, the brakes still 
work the way they should. 

Of course, the better you see, the better off you 
are. So the BMW is fitted with that quartz halogen head- 
light, without question the most powerful light available 


“Even when 
the weather’s lousy, 
it's great 

۱۰۱۵:۱۱39 а BMW. 
With that light, 
and those brakes, 
I never worry." 





VES 


CIRCLE NO. 23 ON READER SERVICE PAGE. 

















Production Championship Road Race at Ontario, CA.) 

The BMW. See the entire 1975 line — with perto- 
rated discs, new ergonomically-designed controls, more 
powerful electrics, new exciting colors, an even more 
comfortable seat —at your local dealer. You'll find him 
in the Yellow Pages. 

U.S. Importer: Butler & Smith, 
Norwood, N.J./Compton, CA. 90220. 
In Canada, BMW Motorcycle 
Distributors, Ontario, Canada. 


European delivery plans available. 
Bavarian Motor Works | 


50 years of building the world's finest motorcycles. 








on a production bike today. You can see where youte 
going. Апа others can see you coming. 

| Designing safety into a motorcycle can be pretty 
subtle, too. For example, suspension. When you get 
tired, youre more likely to make mistakes. Riding. Or in 
anything. So the BMW has extra-long travel suspension 


= to absorb all those jolting, tiring road shocks. And the 


most comfortable seat in the business. 
With a BMW, you have fewer worries, even on a 
sunny day. Our driveshaft is trouble-free. Our flat twin 


engine is amazingly reliable and powerful. (So powerful 


that we ran away with first in the AMA National 











Cool Jobi 


Good Pay! Steady work! 
Big Demand! 


You Get Cycle T, 
0 
and Test Instrumente to 


TART YOU FASTI 





Learn at home in spare time to be a 


Motorcycle 
Mechanic... 


NO PREVIOUS EXPERIENCE NECESSARY Learn everything 


from minor tune-ups to major overhauls...even if you're a 
beginner. Experts show you what to do, how to do it—guide 
you every step of the way to become an expert motorcycle 
mechanic. Can you imagine a better way to earn your living? 
And to make it even better, the pay is great—whether you 
choose to work in a cycle shop for somebody else or decide to 
start your own motorcycle repair business. Now, thanks to 
North American, there’s a fast easy way to get the training 
you need... at home in your spare time. No need to quit school 
or your job. 


Motorcycles are Big Business 
...and so is Fixing Them 


There are more than 3 million motorcycles registered in 
the U. S. today. Plus an estimated 3 million more dirt bikes. 
But, there are fewer than 10,000 motorcycle mechanics 
available to repair them. (Imagine only 
one mechanic for every 600 cycles!) No 
wonder career opportunities are so great 
for the skilled mechanic. And they're 
getting better every day! The door is 
open to you now. Rush coupon for FREE 
“Motorcycle Mechanic Career Kit." 


SEND FOR FREE "CAREER KIT" 

Get all the facts now ... without obliga- 
tion. Be the first in your neighborhood 
to cash in on the big demand for motor- 
cycle mechanics. Mail the coupon, 
today,sure! Rush This Coupon 


Now for FREE "CAREER KIT" 





STATE ZIP 


Fast Track to 4 





CITY 
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If you like to 
ride a bike for fun... 
LEARN TO FIX IT FOR PROFIT... 


EASY-TO-UNDERSTAND LESSONS 
GIVE YOU PROFESSIONAL 
"KNOW-HOW" 


Everything is explained in 
easy-to-understand language, 
complete with drawings, dia- 
grams and photographs. You'll 
learn all about engines, carbure- 
tion, fuel systems, electrical 
Systems ... how to align wheels, 
repair transmissions and 
clutches...replace cylinders, 
rods and bearings, and much 
much more! Plus you'll get 
trouble shooting and time- 
saving “tips” that make you a 
real "pro." In short, you'll learn 
everything you've ever wanted 
to know about motorcycles. 


SPECIAL CYCLE TOOLS & TEST 
INSTRUMENTS INCLUDED 
TO START YOU FAST! 


Professional tools plus your 
North American "know-how" 
turn you into a-skilled mechanic. 
We teach you how to use wrenches, 
Sockets, impact screwdrivers, 
timing lights, electrical test 
instruments, compression gauges, 
vacuum gauges, degree wheels, 
soldering irons, ignition wrench 
sets, dial indicators and much, 
much more! We even include a 
set of special cycle tools and 
instruments to get you started 
fast! These are yours to use 
during your training ... and 
yours to keep in your action- 
packed career as a motorcycle 
mechanic. Find out all about it 
now. Send for FREE “Моќѓог- 
cycle Mechanic Career Kit?’ No 
cost, or obligation . . . now or ever! 
5 Rush coupon today. 


MAKE NEW FRIENDS — BIKE « 
OWNERS WILL SEEKYOU OUT 





1 Careers by Home Study 1 
Be the envy of friends & neighbors ` , NORTH AMERICAN SCHOOL OF MOTORCYCLE REPAIR, Dept. 4 [| 
as they flock around to watch you 4500 Campus Drive, Newport Beach, CA 92663 L| 
EG KA UU un Da nds 1 Rush FREE “Career Kit” on how I can become an І 
the satisfaction in knowing you've l expert Motorcycle Mechanic. 1 
go e best performing bike in 

town. Plus, you can make extra А NANE اس‎ a эле دس یی مر‎ ые NIME | 
dollars fixing motorcycles for І I 
your friends and neighbors. 1 ADDRESS ۱ 

| 
[| 


NORTH AMERICAN SCHOOL OF MOTORCYCLE REPAIR 


i 
4500 Campus Dr., Dept. eaocs Newport Beach, CA 92663 i 








pineapple juice. If you are dealing with 
a more sophisticated crowd having a 
higher tolerance, then the first bowl can 
be spiked heavily, and the punch made 
thinner thereafter. (While this does noth- 
ing for temperance, it is economical.) A 
peek into my favorite book of recipes 
reminded meofsomeofthe basic punches. 

A recipe invented in the late 1920s by 
Ella Boole, then President of the Women’s 
Christian Temperance Union is definitely 
the thing for the Minipunch bunch. It con- 
sists of fruit and juices, one cupful each: 
white grapes, Bartlett pears, fresh pine- 
apple and grapefruit. These are mixed 
with the juice of one lemon and sugared 
to taste. It is indeed a tasty non-alcoholic 
punch with great potential. That potential 
being that it becomes less non-alcoholic 
if allowed to stand in a warm place for 
about two weeks. Can it be that Miz Boole 
was unaware of this? Another old WCTU 
favorite, and easier to make, consists of 
one part grape juice to two parts ginger 
ale decorated with one lemon thinly sliced 
and a scattering of chopped mint leaves. 
Not bad, particularly on a hot day. The 
addition of a fourth ingredient, namely 
one part applejack and a dash of dark 
rum makes this Prohibition Punch a mildly 
dangerous concoction. It takes the stuff 
out of the moped division and puts it up 
there among the better lightweights. 
Howsoever, it’s still not up to the calibre 
of my guests. 

An interesting middleweight is Grand 
Prix Punch. Like the professional racer, 
this mixture makes no bones about its 
intentions. It takes a pint of rye, a 
half-pint of Jamaica rum, a medium can 
of pineapple with its juice, a cup or so 
of sugar (to taste), a sliced orange and 
a lemon similarly rendered. This mix 
should be then thoroughly chilled, after 
which you add a quart of green tea. Then, 
just before serving, pour in two quarts of 
champagne! No, it’s not cheap, but nei- 
ther is racing. The same recipe takes on 
truly devastating qualities when the quart 
of green tea is reduced to a half-pint (for 
the flavor) and a quart of vodka is used 
to replace the rest. As with any of these 
bombs, guests should be prepared to walk 
home or else have a non-imbiber drive 
them. Gasoline is not an ingredient in any 
of the mixtures. 

Then there is my own special Super- 
punch, for the preparation of which | 
headed to the kitchen. My gloom gone, 
| cheerfully surveyed the ingredients . . . 
a bottle of Apollinaris . . ۰ Hickory-Smoked 
Salt .. . attar of Damask Rose... 

—Mike Shuter 
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hill Straight 


would be arriving. Plenty of time, | reck- 
oned, to lose the grumps, which were 
departing in the face of honest toil and 
anticipation of the joyous times to come. 
| had time to set up the movie projector 
and select some films. The TT one always 
went over big . . . and the new one of 
Laguna Seca. Wouldn’t you know they 
didn’t shoot anything of the production 
race! The one of the classic machines 
at Brooklands . . . and the funny little kid 
on the mini-bike. 

In addition ۱ had the BBC tape of the 
last Scottish Six Days Trial, a thriller if 
there ever was one. (But then | hadn't 
heard the Yamaha tape cassette on Imola 
yet.) We'd all be able to settle back as 
the evening wore on and listen to the old 
pressings, and we'd put some Castrol “R” 
in the electric fondue pot and it would 
all seem so real again, even out of season. 

There is a time to play, and a time to 
make punch. The time had come to make 
the punch. The question was, as | sat 
pondering the future of mankind, woman- 
kind, and all the other kinds, was, what 
kind of punch? 

It is not a subject to be taken lightly 
if it is to be taken at all. It has been the 
habit of my adult lifetime not to do so, 
however, with the exception of New 
Year's Punch. As a matter of fact, punch 
is the ideal party beverage. It does seem 
a shame to mess up all that good booze, 
but think of the serving time saved. Since 
one is not playing bartender, one can 
relax, circulate among friends and other 
guests, and generally enjoy the party. 
Sure, if you are looking for simplicity and 
ease of service, beer might fill the bill. 
But beer lacks that certain something that 
says “рагу.” The 'serve-yourself' bar is 
simple in practice, but impossible to plan 
successfully. Besides, many guests are 
hesitant to feel free with the liquor. Punch, 
in one of its many forms, is the solution. 

Like motorcycles, punches can be 
found in many categories, from the 
punchless Minipunch to the stupefyingly 
powerful Superpunches. (It is wise to 
select a mix that is suited to your guests. 
You would not serve Superpunch to the 
tiddler set.) However, in the interests of 
economy or temperance, low-impact 
punches can be served and “built up." 
Hyping the punch is an old dodge wherein 
the first arrivals are told to beware of the 
punch. ‘‘Watch out for that punch, Alice, 
it'll knock you on your harumph . . . heh, 
heh, heh." Alice and her friend will tell 
everyone, and soon enough the juice will 
have grown in potency—while in fact re- 
maining only a bit stiffer than straight 


One-Two Punch 


© “Well, you know there is nothing | like 
better than the Holiday Season," | bel- 
lowed seasonally. 

"You always bellow that seasonally,” 
she complained. ‘‘What’s the trouble this 
year?" | knew she would ask, and | knew 
that | would prefer not to answer. But it’s 
really bad form just to sit about and sulk. 
So for the sake of peace and civility, | 
decided to tell everything. 

“I'm really huffy,” | explained in my 
best explanatory tone. 

"Oh," she replied and went about her 
business fully satisfied. Or at least so 
satisfied that she really didn’t want to hear 
any more of my explanation. | was, without 
a doubt, in one of the foulest moods ever. 
And on New Year’s eve! ۱ sat there in 
my chair, just staring at the cluster of 
motorcycles parked in the middle of the 
living room rug. “This year," | screamed 
inside my head, “I will find a garage for 
all this stuff." As nice as it was to be able 
to look at them without moving a muscle, 
it took too many muscles to get any one 
of them out onto the road. After all, it’s 
a long six flights up. 

However annoyed | may have felt, | 
could not allow myself to continue in such 
fashion because then | would not be able 
to enjoy the party. At that point the very 
imminence of a party was beginning to 
have a further souring effect on me. | 
would have to snap out of it soon, and 
the best way | know of to cool out is to 
do some work. 

"What's to be done,” | yelled helpfully. 

"Make the punch," came the reply, 
"but first move those bikes someplace 
so there will be some room for guests." 

Happy to have something constructive 
to do | quickly sprang to work, spotting 
the Whizzer by the fireplace. The Rumi 
went nicely behind the couch with a few 
potted philodendrons perched upon its 
seat and chin-pad. The several other 
bikes and engines in various states of 
disarray ۱ pushed into dark corners and 
most of the smaller bits went into the 
bathtub. | could be sure no one would 
be using it during the party. It was good 
exercise and that’s about all. 

Just to be as accommodating as possi- 
ble, | took time to scrape up the few 
outstanding oil spills where they refused 
to settle into and blend with the carpet 
design. That's one of the beauties of 
those old post-colonial Wiltons. They just 
will not show the dirt, no matter how badly 
they are treated. | guess that's why they 
are so highly prized by collectors. 

There was still daylight and a few hours 
remaining before the first of the guests 
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valve springs, special exhaust header 
pipes and special tappets—not to mention 
a host of special running gear compo- 
nents. The good BMW 900s are even 
more heavily modified, and are capable 
of straightaway speeds in excess of 150 
mph. The bikes may look stock; they most 
certainly do not run stock. 

Whatever alterations may be necessary 
to draw the disappearing 750s and 850s 
back into the Production fold, the 900 
BMWs and Kawasaki Z-1s should not be 
penalized—and it is doubtful that lavish 
alterations permitted to the smaller- 
displacement Heavyweight Production 
bikes would tip the balance away from 
the 900s. But racers do not necessarily 
need a clear-cut advantage, handed to 
them with a smile and a velvet glove, to 
stay interested. All they need is a ghost 
of a chance. 

The NHRA gives its competitors, all of 
them, a ghost of a chance. Bill France 
sees to it that all the NASCAR runners, 
not just the factory-backed red-hots, have 
a ghost of a chance, and the SCCA is 
similarly responsive. A ghost of a chance 
keeps competitors interested, keeps them 
working, keeps them trying. As long as 
they stay involved, there will be racers 
for Pridmore and Lunde and McLaughlin 
and duHamel to beat. 

You say that there might be a Produc- 
tion shoot-out at Daytona in 1976. We’re 
excited to hear that. Really. But look at 
it from the point of view of somebody like 
Ed Unini, for example. Ed Unini is a genu- 
ine California Production flash, who has 
done extraordinarily well with an (AFM- 
legal) overbored Honda CB-750. In 812cc 
form the bike really hauls the freight, as 
they say. Ed ran it at Laguna in the AMA 
Production race last summer. Because of 
your rules, he had to run it as 750. Ed 
got horsewhipped. You think he’s going 
to truck his Honda all the way from Cali- 
fornia to Florida, in 750cc form, knowing 
that the bike is about 20mph short? 
Hardly. And Ed is more willing than most 
to take his lumps, which suggests that 
the Great Daytona Prod-Fest will be lightly 
contested by only a few BMWs and Z-1s, 
the Production people will be embar- 
rassed and the crowd will be bored 
beyond imagining. 

Enlighten-up, AMA. You're looking at 
a new form of racing. Try to look at it 
in a new way. Try to avoid reducing the 
number of potentially competitive motor- 
cycles to one in the Lightweight class and 
two in the Heavyweight class. Establish 
a set of rules that, however complicated, 
give the best possible chance to the 
broadest possible cross-section of mo- 
torcycles. Production racing will be dif- 
ferent from AMA Championship racing for 
lots of reasons—develop rules that rec- 
ognise those differences and celebrate 
them, rather than rules that are simple 
for the AMA to countenance and painless 
to enforce. Rules for the sake of Rac- 
ing—not rules for the sake of rules. 

Very Truly Yours, Cook Neilson, Editor 
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more for the engine 
modifier. $5 
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Shipman’s famous book on 
how motorcycle engines 
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carb and ignition to get all 
the performance that’s 





WHAT’S YOUR 
PROBLEM? 


BRUISES ON BODY, BAD VAPORS, CARBURE- 
TION, MISERIES, DAMTHING WON'T START, 
WINNING MOTOCROSS, FOULING PLUGS, 
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Satisfaction guaranteed or 
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Gary Bailey tells you how 
to win. Cycle News says 
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More than you need to 
know about dirt bikes. Im- 
prove your riding skills, 
step-by-step, beginner to 
best. Second Edition of 
Shipman’s classic. $5.95 


How to select,ride and maintain YOUR 


Doug Richmond's enter- 
taining bombastic book on 
trail bikes tells you how to 
-choose your bike, how to 


ride it well, how to get 
there and back again. 
$5.95 


Some people don't believe 
these books are that good. 
We guarantee they are 
worth your time and 
money, You decide. No 
quibbling. 


Street Bike Fun 





Uncommon sense by Bob 
Jackson. Fun and safety 
on street bikes, cafe rac- 
ers and side hacks. If you 


ride a street bike, you owe 
yourself this book. NEW. 
$5.95 

How to ride 

( TRIALS 

just for fun! 





How to ride the tough stuff, 
set up your bike for trials, 
lay out sections, score, 
start a club. Have fun and 
ride better. $5.95 
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1 Minibikes 5 Д 
Two-Stroke Handbook $5 
J Street Bike Fun $5.95 








C) Money Order Check 


Allow three weeks for delivery. ü 


( Add 50¢ per book for shipping) 





CHARGE IT! Please bill my account number: J Motocross $5.95 

О BankAmericard ® O Master Charge — Boonie Book $5.95 3 
۳ О Observed Trials $5.95 

Riesen C Trail Bike $5.95 

Expiration Inter eT 0 | Master 

Date Number Charge only Énclosed'is'$ 

Signature (required for credit card users) no COD's Remit in U.S. $. 

Name Street 

City. State Zip. 


H. P. BOOKS/Box 5367/Dept. CY-15/Tucson AZ/85703 Arizona residents add 20c sales tax per book. 


16 























coated the 903 engine flat-black so people 
wouldn’t get it confused with Honda’s 
750 Four. 

In truth, there never was much chance 
that riders sufficiently committed to the 
sport to be interested in a bike like the 
7-1 would see Kawasakis big twin- 
cammer for anything other than what it 
is: a technological tour-de-force; the 
strongest, soundest prime-mover yet de- 
vised for a mass-produced motorcycle. 
Get a bunch of engineers to dissect the 
903's design and you might hear a few 
carping comments about cost-effectiveness 
trades that could have been made and 
weren't; there won't be any talk about this 
choice or that being overly easy, or unwise. 
The Kawasaki Z-1 motorcycle has a few 





items of sporting equipment: honest in the 
sense that they actually will do the things 
their looks promise: honest. too. in be- 
ing worth the money asked for them. 
Most of the above could have been said 
about the Kawasaki 903 Z-1 when it was 
introduced late in 1972, except that in its 
original form the bike had a few rough 
spots—and was not quite so honest. Mo- 
torcycles with the Z-1’s performance clout, 
its unmistakable class, don't have to be 
tarted-up in red paint and furbelows to 
attract admirers. They are diminished by 
such treatment, and to that extent Kawa- 
saki played it less than honest and less 
than smart with the early tomato-tank 
Z-|—and then betrayed an unbecoming 
corporate inferiority complex when they 


KAWASAKI 903 ۶۱-۸ 


€ At risk of giving offense by bringing 
an (excuse the expression) automobile into 
this discussion of a motorcycle. we'd like 
to mention some interesting and perhaps 
illuminating parallels between the 
Chevrolet Corvette and Kawasaki's 903 
7-1. For starters, both machines have been 
blessed with so much engine they can do 
the whole bag of performance tricks with- 
out straining. Both handle very well at 
anything less than a racing pace, and have 
braking ability to balance their straightline 
speed. And both manage a degree of re- 
finement without seeming in the slightest 
effete. But the greatest point of similarity, 
and the one that has the most meaning, 
is that the big Kawasaki Z-1 and its GM 
counterpart both are remarkably honest 





d aad 


JANUARY 1975 











e 2 4‏ ت 
New damper assemblies within the fork legs have‏ 
done wonders for the quality of ride.‏ 





travelled on a cool morning. A change in 
Starting enricher jets has removed that 
aggravation, too. 

Some of the early-model stumble was 
caused by the 903 engine’s ignition system. 
No change has been made in the basic 
system, which has a crank-speed cam 
bumping two sets of contact points wired 
to a pair of twin-lead coils; the difference 
is in the automatic ignition advance 
mechanism. Until recently the automatic 
advancer’s springs and flyweights retarded 
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Incongruity is Kawasaki's twin-cam four in a frame having design roots in the old Norton Manx. 


weaker cranks from flexing. You could 


expect, but only barely get, a touch of 


whine from straight-cut spur gears the size 
of those used to transfer the drive across 
from crank to clutch; trouble seems out 
of the question. And at every other point 
throughout the engine/transmission 
package there is evidence of a similar 
devotion to sheer strength, to understress- 
ing. Admittedly, we would once have had 
reservations about the durability of the 
903 engine’s cam-drive chain, which wraps 
very tightly over a small sprocket between 
the crank’s center mainbearings and 
makes a very long trip past guide rollers, 
exhaust and intake camshaft sprockets 
before repeating itself. However, a like 
arrangement in the twin cam Honda 450 
has proven entirely troublefree for many 
years and it seems to be doing equally 
well in the Kawasaki 2-۰ 

The single engine-related complaint 
that persisted beyond the first few Z-Is 
produced involved not the engine, per se, 
but the four carburetors. Owners of all 
but the latest 2-15 have been plagued by 
the 903 engine’s tendency to stumble in 
making the transition from idle, an ail- 
ment cured in mid-1974 when different 
throttle slides, needle jets and pilot jets 
were fitted. Earlier 903 engines also were 
conspicuously cold-blooded, requiring a 
lot of choke-lever juggling to keep them 
running for the first few blocks (miles?) 


conspicuous flaws (fewer now than in 
1972) but its engine is a marvel of power 
and reliability. 

Somebody out there surely must have 
had problems with at least one of the 7-1 
engines Kawasaki has produced, but any 
bad experiences cannot Be general. Сус/е 5 
staffers own four of the things, all of which 
have run like trains for thousands of miles, 
and we tend to hear from those who are 
having troubles with a particular kind of 
motorcycle via the daily flow of mail. Our 
experience, and the lack of reader feed- 
back, inclines us to believe that the 903 
engine is as reliable as a stove. The engine 
will fall out of tune fairly readily, but that 
doesn't matter much because the average 
Z-l. running moderately ratty, will still 
yank the headlight right off almost any- 
thing else on the road. We also know that 
the very early engines’ cam followers 
would sometimes break, if there was 
enough red showing on the wrong side 
of the tachometer needle; new, stronger 
followers hardened that sensitivity. 

Is there anything else? Nothing we 
know about, and of course there's nothing 
inside the engine to arouse one's suspi- 
cions. The crankshaft is a massive assem- 
bly of press-fit forgings. with one-piece 
connecting rods and caged roller bearings 
at all the journals, and its mains clamped 
between the horizontally-split halves of a 
crankcase stout enough to keep much 
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and carburetion changes has been to radi- 
cally improve the Kawasaki Z-1’s off-idle 
throttle response. 

Somewhere along the way, and we think 
fairly early in the model’s production, the 
Z-1 lost a lot of its overly dramatic re- 
sponse to road surfaces that happen to be 
less than perfectly smooth. The bike, now 
called the Z1-A, hasn't had its rear sus- 
pension units improved. The springs are 
still too stiff; the shocks still too small, 
limp and conspicuously fade-prone. But 
they've done wonders for the front sus- 
pension, installing improved damper units 
in the fork legs and softer springs, and 
the old tendency to hit full-extension with 
a mighty shoulder-jolting clang has been 
banished—hopefully to one of the less 
pleasant corners of perdition, with all 
those responsible for the clang being there 
in the first place along to share some of 
the same misery. 

Most of the changes, which really are 
improvements, came to Kawasaki's Z1 at 
random points in its brief history. The 
carburetors got better in mid-’74, as we 
already noted, and the improved forks— 
along with minor detail upgradings—have 
been incorporated in response to manifest 
necessity and not because the end of a 
model year had arrived. But there is a 
distinct line of demarcation for 1975, with 
the new Kawasaki 21-۸, because the bike 
now has a paint scheme more in keeping 


19 


serious action, and this compounded the 
hesitation caused by the carburetors' lean 
transitional mixture. Now the automatic 
advance mechanism has been revised to 
give a much healthier 20-degrees of igni- 
tion advance at idle (the maximum, and 
optimum, remains at 40-degrees above 
3000 rpm.) The net result of these ignition 


the spark timing to just 5-degrees before 
top dead center when the crank was spin- 
ning less than 1500 rpm, and the advance 
increased to 40-degrees BTC—its maxi- 
mum-—at 3000 rpm. The retarded spark 
timing made the 903 engine sluggish in 
getting from idle up to a speed that would 
crank in enough ignition advance for 


Four cylinders, double overhead cams, four carbs, and almost 83 bhp sent to the rear wheel. 
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Mph/1000 rpm, top gear 
Fuel capacity 

Oil capacity 

Electrical power 

Battery 

Gear ratios, overall 
Primary transmission 
Secondary transmission 
Wheelbase 


4.7 gal. (18 Ltr.) 

4.2 qt. (4.0 Ltr.) 
permanent-field alternator 
12v, 14 ah 

12.78, 8.83, 6.73, 5.56, 4.92 
spur gears, 1.73:1 





58.7 in. (1490mm) 
Seat height 31.5 in (80cm) 
Ground clearance 6.5 in. (16.5cm) 
Curb weight....544 Ibs., with full tank of gas (247kg) 
Test weight 709 Ibs., with rider 
Instruments speedometer w/odometer and 
tachometer, oil-neutral-high beam lights 
Standing start /4-mile....12.37 seconds @ 107.39 mph 
Average fuel consumption 
Speedometer error 30 mph, actual 28.47 
60 mph, actual 53.92 


RPM x 100 40 


Road Speed 


vs MR 


Standing %-Mile 





Maximum 
Safe rpm 





1 


Maximum 
Power rpm 


|. 





vs Engin 
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KAWASAKI 903 Z1-A 
Price, suggested retail 
Tire, front 3.25H-19 in. Dunlop 6 
4.00H-18 in. Dunlop K87 
disc, 11.65 in. x 1.63 in. 
(296mm x 41.4mm) x 2 
drum, 7.9 in. x 1.4 in. (200mm x 35mm) 
Brake swept area 131.8 sq. in. (138.25 cm) 
Specific brake loading....5.38 Ib/sq. in., at test weight 
Engine type four-stroke, DOHC, air-cooled four 
Bore and stroke 2.6 in. x 2.6 in. (66mm x 66mm) 
Piston displacement 55.1 cu. in. (903cc) 
Compression ratio 
Carburetion 
Air filtration 
Ignition 
Bhp @ rpm 
Torque @ rpm 
Rake/Trail 


Brake, front 


4, 28mm Mikuni VM28SC 
dry paper element 
battery and coil 

82.88 @ 10,000 actual 
49.98 @ 7,000 actual 
26°/3.54 in. (90mm) 


(82:88 max.) 


Engine 

Speed Torque 
2000 45.72 
2500 46.37 
3000 47.30 
3500 47.49 
4000 47.40 
4500 47.64 
5000 48.50 
5500 49.02 
6000 49.17 
6500 49.32 
7000 49.98 
7500 49.73 
8000 49.23 
8500 48.61 
9000 47.02 
9500 45.50 

10,000 43.53 


| 








Torque in Foot Pounds —---— 











Test Conditions: 
Barometer 30.02 
Temperature 80° F Dry 64° F Wet 
Correction Factor 1.034 
Date of Test: 11/4/74 
As Tested on the Webco Dyno 


| | 


Corrected Rear Wheel Horsepower 








RPMx100 20 
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the crankshaft with the bike’s rear wheel. 
You know it can’t be true, but when riding 
the 2-1, you sometimes feel as though 
there must be at minimum a couple of 
hundred turns of lost motion between en- 
gine and driven wheel. This condition 
always has existed, always has been ex- 
acerbated by the lack of flywheel effect in 
the 903 engine, and now assumes even 
worse proportions precisely because the 
bike's throttle response has been im- 
proved. Its пої ‘а bother when you're 
steady-state cruising: the drive-train slack 
will keep you in a constant state of irrita- 
tion when you speed/slow/speed/slow 
around mountain curves or in traffic. 
Steady cruising could be a bit faster, 
and a lot less legal, if engine vibration 
didn't begin to blur the view in the rear 
view mirrors just as the bike hits the speed 
where you begin to wonder what's follow- 
ing along in your wake. It would be nice 
if Kawasaki would rubber-mount the 
mirrors to keep them from losing all their 
resolution at higher engine speeds. They 


The earlier Kawasaki Z-l's had one 
feature that was a mixed blessing: the 
automatic chain oiler. They had a little 
pump driven from the transmission output 
shaft, and the pump dribbled oil into 
channels in the sprocket leading outward 
to the chain's links. It was all terrific from 
the chain's point of view, but did tend 
to work a hardship on the 2-۳ 5 
jacket-which would quickly develop an 
off-center, petroleum-product racing 
stripe cast upward from the chain. There's 
no chain oiler on the Z1-A. Instead, Ka- 
wasaki has adopted a version of the 
"Denselube" chain, which is supposed to 
need oiling only semi-centenially, or when 
Haleys Comet makes another pass— 
whichever comes first. This chain has 
porous rollers to hold oil within the chain, 
so it can run nearly dry and nearly never 
need additional lubrication. Or so goes the 
theory. The reality is that Kawasaki's trick 
new chain isn't up to the rigors of our 
test riding. It may last the average cus- 
tomer forever and a day, but the kind of 





have very thoughtfully given the mirrors 
themselves a little swivel-space inside their 
holders, so you can adjust them without . 
reaching for a wrench; it would be better 
if you could see something in them after 
they've been adjusted. 

Aside from the location of the oil filter, 
which is up under the engine's belly, be- 
tween the exhaust pipes, and a real 
downer, there are numerous items that are 
handy, handsome and nice. One of these 
is the choke lever, which is easily reached 
and also where you can see if you've 
flipped it where it needs to be. We also 
like the reset arrangement on the speedo's 
tripmeter: it’s a wheel that can be spun 
around with a gloved hand. And there’s 
that sight-glass for checking the engine’s 
oil level. Last, we think that the provision 
of a latch as well as a lock on the hinged 
seat is a very nice touch. Sometimes you 
want to get under the seat to check a fuse 
or something and the usual fishing for a 
key isn’t necessary unless you’ve made a 

(Continued on page 94) 
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treatment the chain received from us 
quickly had its bottom run sagging like 
a fat man’s hammock, and it just as 
quickly returned to that intimidating de- 
gree of droop after a careful, by-the-book 
adjustment. We make mention of the 
book because the owner’s manual says the 
chain should be adjusted with an un- 
usually-loose 14-inch of vertical slack. The 
book also says the 21-۸ has a chain oiler, 
which it doesn’t, and that the chain should 
be hit with a shot of 90-weight oil every 
300 or 2000 miles—depending on how you 
choose to interpret what it says. The only 
thing that seems certain is the high 
strain-factor imposed by the engine—and 
reflected in the use of not one but two 
rim locks to keep the rear wheel from 
spinning inside the tire. Horsepower has 
its price. 

It may be that the big Kawasaki’s 
chronic chain droop plays a major role 
in the development of one of its least 
attractive character traits, which is the 
excessive lash in the machinery connecting 


with its character. Kawasaki's stylists ap- 
parently have not yet fully grasped the 
notion that when you’ve really got it, 
flaunting is superfluous, because the 21- 
A’s new look continues to evoke images 
of Joseph and his coat of many colors: 
the important difference is that the colors 
are more subdued than before, and the 
motorcycle is the better for it. 

A more important change, one involv- 
ing function, seems to have been a shift 
in crankshaft balance factors. There is no 
official announcement of the fact, but on 
evidence gathered from more than our one 
test example it becomes apparent that a 
genuine and at least partially successful 
effort to smooth the 903 engine has been 
made. Nothing short of twice-crank-speed 
counterweights will completely cancel out 
the in-line four’s secondary-couple vibra- 
tions, and the big Kawasaki engine’s sec- 
ondary shaking is always going to be pro- 
nounced simply because it is a. big engine. 
It vibrates more than a Honda 750, which 
isn’t as smooth as a 550 Four. What we’re 
trying to say here is that big in-line fours 
vibrate some, and the bigger they get the 
more vibration you feel. So when you 
push the Kawasaki 903’s revs upward the 
bike does begin to buzz, because it has 
a lot of piston displacement; the 75 ver- 
sion just doesn’t vibrate as much as the 
earlier models. 

It is comforting to note that Kawasaki 
has not fallen in with the industry-wide 
tendency to soften pure performance in 
the revisions made in the 21-۸. That big 
engine vibrates less, but it hasn't lost any 
of its sheer urge. The first 2-1 to fall into 
our clutches (report in the November, 
1972 Cycle) accelerated through the 
quarter-mile in 12.52 seconds to reach 
107.52 mph in the speed traps. The new 
Kawasaki 2۱-۸ gave us figures of 12.37 
seconds and 107.39 mph, meaning that it 
is today what it almost was in 1972: mo- 
torcycling's heavyweight performance 
champion. And it's the champion by a big 
margin because Kawasaki's 750 H2— 
which was the Z-l's toss-up rival—has 
been getting slower as it acquires a mini- 
mal measure of civility. The Z1-A man- 
ages to be quite civil, and very very fast, 
without straining to be either of those 
things. 

While on the subject of civility and such, 
we should make mention of an unusual 
but very pleasant duality in the Z-I's 
character. It’s too big to be all things to 
all men, but its engine is an intriguing, 
exquisitely controllable mixture of Jeckyl 
and Hyde. Go easy on the revs and throttle 
and the 7-1 will whisk you to your desti- 
nation with the unruffled aplomb of a 
Swedish headwaiter; pull the stops and 
let the tach needle make a big clockwise 
sweep and you'll feel like you're riding 
bareback on an ICBM. The Kawasaki 
doesn't make a fuss either way; it just 
seems to feel that its rider is in charge, 
and is entirely willing to gratify his whims 
of the moment. 
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N. "CUSTOMIZER' ARAI HELMET $35.50 
Now available direct to you. The only helmet 
in the world that adjusts to your need. Are you 
left handed? Swap chin strap halves in seconds. 
Get a haircut? Adjust the sizing band for 
perfect fit. Want extra padding fore and aft? 
No problem with ARAI's component kits. 
Get wet in that sudden shower or through a 
water-cross? Remove the upholstery in seconds 
for complete drying or replacement. Meets or 
exceeds 290.1, Snell-70 and DOT standards. 
In white, pearl silver, international orange or 
gloss black. Please specify head size. 


О. R-6 HELMET $26.50 
Attention to detail and top quality materials 
make the R-6 one of the best buys in helmets 
today. Fiberglass shell, bonded styrofoam liner 
and nylon covered foam rubber upholstering. 
Only 2.2 Ibs. total weight makes the R-6 one 
of the lightest full cover helmets on the market. 
Meets or exceeds Z90.1 standards. Available in 
white, black, miniflake green, chromeflake red, 
chromeflake blue and chromeflake gold. Sizes 
S, M, L, XL. Please specify size and color. 


P. FOG-FREE FACE SHIELD $5.75 
Sensational new spaceage. development by 
Hydron. Special chemical coating prevents fog- 
ging when in use. Must be seen to be believed! 


Q. CAMEL CARRIER $24.95 
Tough and sturdy as a camel, this carrier is 
made to do the job! Top quality throughout— 
triple chrome finish. Simple bolt-on installation. 
Unique design permits universal application by 
use of specific brackets. All hardware included. 
Please specify model: 

Honda CB350, CB360, CB450, CB500, 

CB550, CB750 

Yamaha RD250, RD350, TX500,650,T X759 
Q1 CAMEL SISSY BAR $7.95 
12” high, chrome plated tubular steel. Bolt-on 
mate for our Camel Carrier. 


Q2 CAMEL BACK PAD 1 $6.95 
Black vinyl covered pad clips on Camel Sissy 
Bar. 

R. "SPACEAGE" WINDSHIELD $25.95 


Give yourself a treat instead of a treatment. 
Protect yourself from cold wind, dirt and flying 
objects. Manufactured from top quality plexi- 
glass, the Spaceage windshield comes complete 
with triple chrome universal mounting hard- 
ware. Meets or exceeds 226.1 standards for 
high way safety. Fits all 7/8"' handlebars. 


G. "SPRINT" ROAD RIDER BOOTS $37.25 
Give your feet a break. Genuine leather boots 
with a full length zipper up-the-back seam for 
easy on/off with three buckle straps. Red, 
white, blue racing stripes down the front. 
Heavy duty sole/heels are gas/oil resistant, 
17"' high, sizes 7 thru 12. 


Н. "HANG-TEN" BOOT SOCKS $2.95 pr. 
Do your feet get hot and sweaty? These socks 
are made for wear with any boots. Cotton and 
synthetic fiber provide maximum absorbency 
and ‘“breathing” without bulk. Yet warm enough 
for the coldest riding weather. 20"' high, in 
grey with lime green top. 


l. ELASTIC KIDNEY BELT $8.50 
Support your kidneys and back! A must for 
trail, touring or competition. Durable, stretch- 
elastic construction with steel spring stays, 
chrome snaps. In black sizes 28"' thru ۰ 


J. SIX DAYS BOOTS $49.50 
You may not ride “Six Days’’ Trials but, you'll 
always love these boots. Genuine leather 
throughout, 17"' high. Fully padded for com- 
plete shin and ankle protection, with chrome 
Side buckles, steel toe guards, and elastic, 
leather top band. In solid black, with red, 
white and blue frontal trim stripes. Cleated' 
Sole/heel for slip-proof traction in any off- 
road riding. “D’’ width, 7 thru 12. 


K. MOTO-X COMPETITION BOOTS $48.50 
Identical to our “Six Days" Boots (above) ‘but 
with smooth one-piece sole/heel for friction- 
free sliding on any track. “О” width, sizes 
7 thru 12. 


L. LANGHORNE LACE-UP BOOTS 

Our most popular “Boondock” boot. Just the 
thing for woods, trail, or any off the road use. 
Full length lace-up for snug calf and ankle 
support. 17" high, heavy duty leather con- 
struction with reinforced toe and heel. In 
solid black, “О” width. Sizes 7 thru 12. 


Smooth sole/heel $39.50 
Cleated sole/heel $39.75 


M. DYNAMO “SHORTY” HELMET $14.95 
Our helmet Special-of-the-Month! Ride com- 
fortable and cool. Ideal for passenger, stores 
easily when not in use. Fiberglass shell with 
styrofoam lining, adjustable nylon safety strap 
with plastic chin cup. Comes with front/side 
snaps for any standard face shield. Meets or 
exceeds 290.1 standards, Sizes S, M, L, XL. 
In white, metalflake gold, or metalflake blue. 





A. NGK SPARKPLUGS Only $.89 ea. 
Order by mail and save! Original plugs on 
Honda and other leading motorcycles. Send 
original NGK number—or make and model of 
your bike and we'll send correct plug. Sold 
only in boxes of ten. 

Standard NGK Plugs $8.90/box 
B8 HC & B9 HC, special for Yamaha $12.50/box 


B. MOTOCROSS GLOVES $9.95 Pr. 
Protect your hands and knuckles! Ideal for 
woods, enduro and motocross. Concealed rub- 
ber strips cover each finger and back of hand. 
Genuine leather, soft calf lining and elastic 
wrist band. In black/brown, S, M, L, XL 


C. ELECTRIC RIDING SUIT $89.50 
Revolutionary, spaceage riding suit has electric 
heating elements to keep you warm in coldest 
weather. Works indefinitely off your bike's 
electric system, will not over-tax your battery. 
Jacket and pants are made of Oxford weave 
nylon with special polyurethane coating. Pants 
have 6 oz. polyester insulation, jacket has zip-in 
liner which contains 12 volt heating element 
system. Heavy duty zipper, full storm pockets, 
Velcro closures for weather tight riding. Com- 
plete suit includes pants, jacket, electric vest. 
In black only, sizes S, M, با‎ XL. 


D. "DYNAMITE" DENIMS $19.50 
Latest style for motocross, enduro or trail rid- 
ing. Heavy duty denim has special knee and side 
padding, sewn on belt. Great for gals, too. 
Order by waist size 22” thru 3 ۰ 


E. BELSTAFF JACKET $75.35 
Choice of serious riders the world over, the 
Trialmaster series is made of heavy-duty, 100% 
waterproof, snag-proof waxed cotton. Special 
features include rustproof brass zippers and 
snaps, large stormproof pockets, snug adjusting 
collar and sleeves plus many details tailored to 
the needs of motorcycling in all weather 
conditions. Available in black, red, green, sizes 
34 thru 48 (please specify). 


F. BELSTAFF PANTS $52.15 
Made of the same select materials and with the 
same attention to detail as the Trialmaster jack- 
et. Special features include elastic waistband 
and snug aajusting cuffs to accommodate any 
boot style. All wear and stress points are re- 
inforced. Available in black, red, green (all 
fully lined), inseam measurements 3 3 ۰ 





2. WEATHER KING CYCLE COVERS 
For summer, winter, spring or fall. Protect your 
chrome and paint finish against rain, snow, sun, 
dirt and dust. Cover slips neatly over your bike 
and folds compactly when not in use. Durable, 
vinyl backed cloth, water proof, fire resistant. 
Over Handlebar Covers: 
up to 350сс $14.95; 35066 & up $17.95 
Over Windshield Cover: 
ир to 350cc $15.50; 35066 & up $19.95 
Over Sissy Bar Cover (no windshield): 
350cc & up $19.75 


AA. CORONA TOURING BAG 

Handy for small packages and personal effects. 
Strap-on arrangement permits instant removal 
for use as small ‘‘carry-all'’ bag. Waterproof, 
zipper top with lock. 12" x 9" х5”. 








$20.00 Minimum Order on Charge Orders 


X. BURGLAR ALARM $35.95 
Protect your property with Cycle Gard |, 
America's most popular antitheft alarm for 
motorcycles. Unit bolts onto rear taillight 


bracket, will emit a loud pulsating shriek when 
anyone tries to move or tamper with your bike. 
Features include battery check, twin horns and 
pick-proof lock. 


Y. BULLDOG BAG $8.95 
Need extra storage space? Then take along 
your bulldog bag. Carry your books, packages, 
clothes, whatever, Three in One design ailows 
you to strap this bag to your back, your bike, 
or carry it like luggage. Waterproof, heavy-duty 
vinyl backed canvas, will last for years. Three 
color choices—sandy tan, dark red, or light 
denim blue. 
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Black Vinyl $17.50; Brown Canvas $18.50 | 
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$27.50 
The cable that can’t be clipped—without a cut- 
ting torch: one-piece cable and lock does the 
job without the weight and bulk of heavy chain. 


S. CHAPMAN CYCLE-LOK 


Six feet long, 5/8۲۲ diameter steel cable, with 


protective vinyl cover and theft-proof lock. 
T. YUASA BATTERY CHARGER $8.95 
Don’t get caught with a dead battery! This 


little charger will bring yours back to life in a 
matter of hours. Plugs into any household 
outlet. For all 12 volt batteries. 


U. CB750 OIL PRESSURE GAUGE $12.95 
Why take chances? This little gauge tells you 
your oil pressure instantly, can save you costly 
repairs. Simple five minute installation, no 
special tools needed. For all Honda CB750’s. 


V. ISOCYCLE COOLING DIPSTICK 

High performance cooling dipstick, keeps oil 
cooler even under extreme conditions. Cuts 
engine wear! Get extra oil cooling protection 
by simply replacing your dipstick with the 
Isocycle. Designed by Heat Pipe engineers to 
literally pump" high oil heat out and away 
from bearings, seals and other engine parts. 
No resistance to oil flow or initial warm-up. 
Made of strong, lightweight, nickel plated, cop- 
per with knurled aluminum fins for fast oil- 
-air cooling. 

Honda CB/CL350 K2 & K3 
Honda CB-350 Four 
Honda SL350 

BMW R60/5, R75/5 

Guzzi V-750*, V-850 
Yamaha AT-2 

Yamaha DT/RT2MX 
Yamaha DTI], RTL, YD1 
Yamaha B/E DT/RT2, 


Kawasaki F9, SAF5, S2 
Kawasaki Mach 111 500 
Kawasaki Mach IV 750 
H-D XLCH, SuperGlide 
ElectriGlide 
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W. ENGINE-TO-TIRE PUMP KIT $5.95 
Don’t get a flat tire—without this handy little 
tire inflator. Simply remove sparkplug, screw 
in one end of pump line and kick over your 
engine. Multi-cylinder engines can be run to 
provide pumping power for deactivated cylinder. 
Б contains adaptors for 10,12 & 14mm spark- 
plugs. 














When your two-strokes 
are winning all the races, 
people forget that you also 
make four-strokes. 


For those who suggest Yamaha makes 
only two-stroke machines, we have a couple 
of powerful arguments. 

The 1975 XS650, and the 1975 XS500. 

The XS650 twin is the Yamaha street 
classic — the object of greater owner loyalty 
than any machine we've ever produced. 
Stock, with its simple, almost vibration-free 
SOHC engine, the XS650 has been acclaimed 
as one of the most reliable tourers made. 
Slightly modified, the XS6505 performance 
and handling helped AMA Champion Kenny 
Roberts chalk up more winning points than 
any rider in history. 

The XS500 is not only a relatively new 
machine for Yamaha, but in fact an entirely 
new motorcycle design. Its double overhead 
cam, eight-valve engine is the most advanced 
vertical twin ever built. And Yamaha's ex- 
clusive Omni-phase® Balancing has reduced 
vibration to a level comparable and even 
superior to that of multi-cylindered machines. 

So, if youre thinking about a four-stroke 
street machine, visit a Yamaha Dealer and see 
the 1975 XS650 and XS500. Once you ride, 
we think you'll agree our four-strokes on the 
street are just like our two-strokes at the track. 
That is, way ahead of everything else. 


you'll own a Yamaha. 
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The MR-50 is a 1974 model. The MR-50 and XR-75 K2 are for off-road, operator use only. Always wear a helmet and eye protection, keep lights on and check local 


n advantage. 


provides just the right amount of 
power for smaller riders. And a 
special Honda feature—the four- 
position throttle stop —allows a parent 
to set the maximum power output 
to the rider's ability. 

Both the MR-50 and XR-75 K2 
come with knobby tires, teethed steel 


- footpegs and quiet USDA-approved 


spark arrestor/muffler systems. Of 
course, both have the quick Honda 
ignition cutoff switch for safety. And 
all this is just for starters; both have a 
lot more to offer. See for yourself at 
your nearby Honda dealer's. But 
don't delay. Because both the XR-75 
K2 and MR-50 have the advantage of 
being able to move out fast. 


Good things happen on a Honda. 


laws. Honda “К” numbers indicate model changes. American Honda Motor Co., Inc., Dept OL, Box 50, Gardena, Ca. 90247. See Yellow Pages for nearest dealer. 


to get you off the line in the lead 
comes from the reliable Honda 
four-stroke 72cc single-cylinder 
engine. Handling features specially 
designed for younger riders help keep 
you in the lead—easy-shifting four- 
speed trans, smaller clutch and brake 
levers, single-contoured seat, junior- 
sized motocross-type handlebars. 

The MR-50 has the look and feel 
of the racing Honda СК. Just smaller 
The new styling and colors add to 
the picture. The two-stroke single 
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The Honda XR-75 K2 
and MR-50. If you're a 


young man just beginning to ride, or 
race, Honda has two mini-motorcycles 
that can help give you a head start. 
The powerful XR-75 K2 shown at 

the left with Jeff Ward aboard. 

And the smaller but no less exciting, 
MR-50 inset on the right. 

Let's start with the XR. Jeff Ward 
recently rode a modified version to his 
third consecutive national minibike 
title. It was the XR's third consecutive 
title, too. 

The new Honda XR-75 K2 is 
racier than ever. You can't miss the 
wild styling of the rich black frame, 
silver fenders and racing-red tank 
with the famous Honda Wing. Power 







—————————————-— _————————-—-—-—-—-—-—-—-—-—-—-—-————-—--———-—-—-—-—-—-Е:Е:Е:-—-—-—-—-—-—-—-—-—-—-—--—-ө-ө-ө-—-—-—-— 


Santa Fe Short Track, the Terre Haute 
Half-Mile, Peoria TT, and the Indian- 
apolis and Sedalia Miles. If a racer has 
a kick left in him, it will show up in August 
at a Santa Fe. And if he's going to fade, 
he'll fade at a Peoria. 

Santa Fe Speedway looks like a thou- 
sand other seedy, weather-worn dirt 
speedways. It's situated out in the boonies 
of Hinsdale, Illinois, a town that is best 
known as the birthplace of Morris the 
cat-food commercial TV star, a cachet at 
least as impressive as being a suburb of 
Chicago. It's a long shot from the Houston 
Astrodome where the other national short 
track is held, but despite its lacking an 
electric scoreboard and seat-to-seat peanut 
vendors, no one can argue that it lacks 
genuine character. 

FEED ’EM BEANS, MIKE! reads the 
sign draped over the wall by the noisy 
cheering section that follows Mike Gerald 
to the races from Baton Rouge. Gerald 
has made Santa Fe his home track, and 
is usually on top of the season points 
standings there. In his early days he wore 
pink leathers and raced an OSSA, 
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© The real genesis of American motorcy- 
cle racing doesn't lie buried in the sand 
at Daytona Beach or hidden in the hills 
of Carlsbad. Years ago, when motocross 
was still called scrambles and Daytona was 
more drag race than road race, Class C 
experts were getting down to the primor- 
dial nitty-gritty on the county fair circuit. 
But "county fair circuit" is a misnomer, 
because there really aren't that many 
county fairs; Middle-American Circuit is 
a more fitting description. The logistics 
and mechanics have changed over the 
years, but the atavism of flat track keeps 
bringing them back every summer to 
Middle America, to places like Granite 
City and Wassau and Memphis and Peca- 
tonia and Champaign and Motor City. 
Racers don't follow this circuit as much 
as chase it. It might take them through 
such towns ten times during a summer. 
They are inured to the facts of life of this 
desultory small-time racing, such as gas- 
money payoffs, but they look forward to 
the month of August because in three 
consecutive weekends they can hit four 
Nationals and one rich Regional: the 
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Here is where motorcycle 
racing was born—the rough 'n' 
dusty arenas of the Midwest, 
where the infields are alive 
with Matchless ghosts and 
cotton candy rules supreme. 
By Sam Moses 








tator behind the mesh fence in turn one, 
with two broken arms and a broken leg, 
being pushed in his wheelchair by Aldana, 
with a broken wrist which by the end of 
the month would be accompanied by a 
broken pelvis; Castro, racing but not 
charging as he is wont, with torn tendons 
in his knee. And with three red flags in 
the main event alone, Santa Fe looked 
like a Saturday afternoon pogrom at the 
Roman Coliseum: the Lions vs. the 
Christians, as they say, with rapacious 
Lions. The evening added two more 
Christians to the list: Lawwill, who was 
halfway there anyhow after the San Jose 
Mile, with a dislocated shoulder; and 
Mike Kidd, who had been fourth in the 
championship standings, with a broken 
leg. Maybe the good doctor is right. 

But so far this year Kenny Roberts has 
been inviolable, even to the Lions. (Two 
weeks later the Lions would get Gary 
Scott, Roberts’ only real challenger for 
the National Championship, with a bro- 
ken collarbone.) Roberts had just won the 
Laguna Seca road race—and had made the 
switch from his hundred-horsepower Ya- 


like you would expect a trumpet teacher 
to look: He’s short and round with a trim 
gray moustache, and on his size seven feet 
he wears black-and-white shoes that from 
a distance could pass for spats. He smells 
of skinny black cigars and ravioli. 

“I never saw a motorcycle race before,” 
he says. “These guys have a lot of guts; 
I think they’re nuts.” He adds that last 
in the same breath—the same 
thought—and the implication is that you 
have to be nuts to have guts. “But they 
haven’t had it too bad so far tonight. One 
guy hurt his arm, another got his face all 
cut up, another one had some trouble with 
his, uh, you know, his met-a-car-pal 
bones.” 

If he had been at more races this year 
he would have seen them having it a lot 
worse. The field at Santa Fe had relatively 
few stars because the disabled list was so 
long: Mann with a broken ankle; Brels- 
ford with a broken leg and complications; 
Beauchamp with a ruptured spleen; 
Rockwood with a broken back and ampu- 
tated toe; Seale with a broken leg; Hank 
Scott with a sprained back; Nixon, a spec- 


dipped—not painted—pink, and bleached 
his hair and called himself Barry for some 
reason. But as he grew older and faster 
he mellowed; now he’s less outrageous, 
but still as charismatic. “I’m 150 pounds 
of rompin’, stompin’, Cajun sex appeal,” 
is his call. Whether or not it’s sex appeal 
is relative, of course, but he’s 150 pounds 
of something. He has won Santa Fe the 
last two years, won Houston this year, and 
is about the best short track rider in the 
country. 

The local Santa Fe announcer looks like 
a Las Vegas blackjack dealer in his spiffy 
blue doubleknit-doublebreast blazer with 
matching white shoes and belt. 

“And here we have Jim Rawls, ladies 
and gentlemen, all the way from Grah-and 
Prair-ee, Texas! What do you think about 
your chances tonight, Jim?” 

And Rawls drawls, “Ah jes’ wannah git 
a good stahrt an’ stay rat with Сет an’ 
do mah best.” 

There are two track doctors; one of 
them, a local M.D., had been called late 
that afternoon and asked to fill in because 
another doctor couldn’t make it. He looks 














enclaves whose lodestars are John Deere 
and Jesus, in that order; past packed grain 
silos and wooden three-story white farm- 
houses hiding behind big oak trees; 
through cities as giant as St. Louis and 
towns as tiny as Kingdom City, speeding 
helter-skelter and non-stop to make sign- 
up for the next race. 

The Saturday drive to the Terre Haute 
Half-Mile had been through an all-day 
torrent, the afternoon sky a dark gray 
except for the consistent flashes of light- 
ning. In Gary Scott's van they tried a 
shortcut but got lost on a country road 
for an hour, listening to a tape that Scott 
had bought at a Union 76 truck stop. Dirty 
jokes. The one about the weather vane 
and the rooster reminded them of the 
lightning that was striking just beyond the 
dismal vacuity over the soybean horizon. 

By 8:00 Sunday morning there were a 
dozen vans in line in the mud at the Terre 
Haute rider registration gate. The pro- 
moter told them it was a rain-out, and 
they grumbled that they could have run 
anyhow—whether they actually believed 
it or not—and that he just postponed the 
race because he knew the attendance 
would be down, and he should have 
waited until at least noon to see if the 
track would dry. They walked on the 
track, sank up to their ankles and left 
lonesome gooey footprints in turn four, 
and they sat on the outside rail like black- 
birds on a telephone line, waiting for. . . . 
something, like maybe for the sun to fall 
from the sky and bake the track hard so 
they could get on with it. 


By 10:00 even the die-hards had given 
up, and everyone had gone off in different 
directions: some to Granite City and Pe- 
catonia and back to Santa Fe for races, 
some to Peoria to hole up at the Ramada 
Inn for a week because there was a swim- 
ming pool and billiard tables there. But 
they were together again the next Sunday. 

The Peoria TT is like no other race on 
the AMA calendar. It’s about as up-to- 
date as the old Windber Road Race 
through a tiny Pennsylvania amusement 
park. What goes on at Peoria is pure 
grass-roots mo sickle racing —on an oiled- 
dirt half-mile, more or less, with two flat 
turns, one straight side, and one side that 
heads up a hill and goes over a jump at 
the point where it curves back down the 
hill, before it flicks quickly to the right 
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shift and crashed into the wall around turn 
three and broke his thighbone. They raced 
around him for another two laps before 
the race was stopped. Christians don't 
always get time-outs. 

The final restart was staggered and sin- 
gle-file, and Gerald whipped around 
Roberts and led into turn one again. Like 
he says: Nobody, but nobody, not even 
Kenny Roberts, can beat his 150 rompin’ 
Cajun pounds into the first turn at a short 
track. But even though Roberts’ engine 
was detonating badly, he moved by 
Gerald within two laps; on the last lap 
Little John Hateley forced Gary Scott into 
an error and out of third place, and to 
the disappointment of the Cajuns and 
dismay of the Milwaukee contingent, it 
Was OVer. 

That was Friday night. By Sunday 
morning they were in a different state at 
a different dirt track. Saturday had been 
a day off, so only the riders who needed 
the day to work on their bikes had to drive 
all night. But the schedule is often even 
tighter; for example, the Indianapolis and 
Sedalia races happen on a Saturday 
night-Sunday morning, and there are 450 
miles between the two tracks. 

So all night long they drive down the 
road, and to battle boredom they shoot 
skyrockets and throw Silver Salutes at 
each other out the windows of their vans, 
and to stay awake they listen to rock tapes. 
When they get sick of the Doobie Brothers 
and Grand Funk Railroad they turn on 
the radio and listen to Paul Harvey and 
Garner Ted Armstrong and tips on how 
to grow #819 alfalfa. And Country-West- 
ern and Country-Truck programs: 

“Folks, this here next song is a special 
request dedicated to Ester from Floyd, 
Floyd drives truck and lives over t’ Butler, 
and whoever can guess the mystery singer 
who sung this song wins two tickets to 
Roller Derby. Here it is: 

Now I love my truck 

-It makes me my money 

But when it comes to hard lovin' 
Pll take my honey 

"That's a gooder, ain't it? Sorry, no 
more calls, we've already gave out the 
tickets. But if you can't go to Roller Derby, 
why not try the live country music and 
dancin' at the Idle-a-While Cocktail 
Lounge, open 4 p.m. to closing ите...” 

And they drive... . 

-... through the Corn and Bible Belts, 


" through the 
Corn and 
Bible Belts, 
enclaves whose 
lodestars are 
John Deere 
and Jesus...” 


maha TZ-750 to his forty-horse 360cc 
short-tracker as if there were little dif- 
ference between the two. Maybe for him 
there wasn't. He was fast qualifier and 
won his heat by beating Gerald, the fa- 
vorite. Gary Scott won the second heat 
on a superannuated 350 Sprint, triggering 
Elysian ecstasy from the hundreds of 
Harley lovers in the bleachers. Before 
Laguna Seca Scott had won three Na- 
tionals in a row, the first rider in 13 years 
to do that, an extraordinary accomplish- 
ment considering a labor union strike at 
the Harley factory in Milwaukee pre- 
vented any serious work on the race bikes. 
But Scott's tuner Bill Werner had simply 
set up shop in his own garage. For a 
dynomometer he sat Scott on a XR750 
with a crankshaft on his lap to make their 
weights equal, and drag raced him with 
another XR on Milwaukee back roads. 
This sort of seat-of-the-pants development 
was endemic to the Sixties, and after all, 
Freddie Nix did still hold the Santa Fe 
record—on a 250 Sprint, no less—and who 
can argue with three wins in a row? If 
the Japanese ever find out about Werner's 
tuning secret, Japan's highways will be 
jammed with little engineers in white cov- 
eralls, street-racing each other on TZ- 
750s with crankshafts on their laps. 

One of the Romper and Stomper's 
claims is that no one can beat him into 
the first turn at a short track. To be sure, 
he backed up that claim at the start of 
the main event; but fortuity prevailed, and 
everyone beat him out of the turn because 
he fell off in the middle. The welter that 
followed managed to miss him, but 
Gerald rolled over on the track and played 
dead anyhow, using Cajun guile to draw 
a red flag that would have come regardless 
because two more riders hit the wall in 
turn two. 

In the first restart Gerald got the hole- 
shot again, and this time they all got as 
far as turn three before a crash caused 
another restart, which Gerald again won. 
Then Mike Kidd, who two years ago led 
Santa Fe until a coil shorted on the last 
lap, discovered a cushion around the out- 
side of the glistening groove and passed 
Gerald; when Roberts also found the 
cushion he passed them both and began 
stretching away. Halfway through the race 
Kidd's Bultaco momentarily seized, which 
dropped him back to the rear guard; 
three-quarters of a lap later he missed a 
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way to fast qualifying time of 29 seconds 
flat. which broke his own lap record: a 
win in his heat race over Scott and Mike 
Caves, a young TT star from nearby 
Galesburg who protected himself from 
flying potholes with cardboard taped from 
his chin to his chest: and a comfortable 
win in the main event over the same two. 
Even in the 90-degree heat and 90-percent 
humidity, Roberts was cool. He had one 
word to sum up the day: perfect. 

And it was. And Roberts was, and is, 
redoubtable. The Peoria Victory was his 
fifth National win this year—his third in 
a row, which stole the luster from Scott's 
similar feat—and it brought him yet closer 
to keeping his Number One Plate for 
another year. The win also made him only 
the second rider in AMA history to win 
all five types of AMA races, the ne plus 
ultra of American motorcycle racing. The 
first was Dick Mann. It took Mann nearly 
20 years. Kenny Roberts is in his third 
year of Expert racing. 

It marked a milestone in American mo- 
torcycle racing. and that it occurred at 
Peoria was fitting. Peoria is a place where 
milestones should occur. a place like so 
many others in Middle America where 
motorcycle racing is as deep-rooted as 
Bible-belting and sit-down Sunday lunch. 
Those roots won't -can't—be pulled until 
the Santa Fes and Peorias are dead, which 
isn't likely to ever be. 9 
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pickup trucks, even a few station wagons. 
They are wheels that represent a cross- 
section of Middle America. wheels that 
carry them to a mini-Woodstock of Mid- 
dle America. 

And the vernacular on the hillsides is 
richly Middle-American as well: 

“That ol boy ain't gettin’ no gription 
with them tars,” says a farmer from Ke- 
wanee. 

"I'm gonna punch you out, boy. less you 
stay outta my view," says an outlaw from 
Bloomington to a meandering hippie. 

“Jeesis, it’s hotter `n a mad whore.” says 
a redneck from Rockford. 

"Boy, that Roberts sure gets ها‎ 
on his way, don't he?" says a Standard 
Citizen from Urbana. 

Roberts, of course. was headin' on his 
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and then into the last left-hand turn. The 
jump alone has made Peoria infamous, 
although the rest of the track could have 
an equal claim to infamy. It's the only 
track where the riders wear kidney belts 


as a matter of routine; the president of 


the Peoria MC fills the potholes between 
heats by plowing over them with a club 
member's tractor. 

It’s situated at the bottom of a tiny 
verdant valley, and the spectators sit in 
the shade between the trees on the oppos- 
ing hillsides, sweating in the mugginess 
of a Midwest August, swatting giant gal- 
linippers, swigging beer, and swaying in 
the san-o-port lines. Out in the parking 
lot, up the bumpy dirt road througk the 
trees, they park their wheels: choppers, 
cafe racers, trikes, Hawgs, Hondas, some 





little helper. 


Kawasaki Pit Kit 


Only $495 


Playing Santa Claus used to be fun. Now, 
it’s just expensive. So here’s a little helper. 
The Kawasaki Pit Kit—team racing T-shirt, 
pit visor, sew-on team patch and colorful 
decals. A regular $7.95 value, now 
specially priced from Nov. 15th thru 
December 24th, at participating 

Kawasaki dealers. The supply is 


limited though, so stop in soon. 


For great gift ideas— 
Kawasaki good time motor- 

- cycles and accessories—see 
your participating Kawasaki 


' dealer today. He's in the Yellow Pages. 
Kawasaki Lets The Good Times Roll. 


CIRCLE NO. 27 ON READER SERVICE PAGE. 
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PAULSON . 
IS FIRST ۸ 
IN FACE 
PROTECTION 
SEE YOUR DEALER FOR THE 


i PLETE PAULSON LINE- 





PAULSON 
COMP SHIELD 


For competition, 
street or dirt. 


PAULSON 
BUBBLE SHIELD, 


Designed for stability 
and comfort at 


high speeds. 


PAULSON 
FULL COVERAGE 
FACE SHIELD 


For full coverage 
helmets. Paulson 
tear-aways also 
available. 


PAULSON VISTA 
VISOR & SHIELD 


A good-looking visor 
with a detachable, 
replaceable shield. 


PAULSON BUBBLE 
FLIP SHIELD 


Eat, drink, smoke 
without removing 
your helmet. 


PAULSON FLAT 
_ FLIP SHIELD 


Same advantages of 
the Bubble Flip but 
in the "comp" style. 


All Paulson Shields come in a variety of 
colors and tints, and Paulson Safety Bead- 
ing is standard on all models. 


MADE WITH PRIDE IN THE U.S.A. 


PAULSON 


MANUFACTURING CORPORATION 
FALLBROOK, CALIF. 92028 





Product €valuation ) 


Preston Petty Bosh Plote 


A new and effective molded plastic 
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though the Maico has a center-stand. 

Molded plastic mounting clamps come 
with the plate but! discarded them in favor 
of stainless steel screw-type hose clamps. 
Petty's clamps looked as if there would 
be an alignment hassle: getting holes 
drilled right and fiddling the nuts in place. 

| just held the plate against the bottom 
of the bike and marked the position of 
the frame tubes on the plate with a Magic 
Marker. Holes were then drilled at the 
ends of each slot with a %-inch bit. Then 
the plate was pushed gently against the 
side of the bit to mill between the holes. 
The plastic cuts freely with the drill bit, 
but is very resistant to tearing. The round 
holes at the ends of the slots help prevent 
any tearing that would result from rock 
impacts. Only three clamps were used on 
the Honda: a large one at the front and 
two short ones on the frame tubes at 
either side at the rear. The Honda was 
ridden on a 500-mile, two-day enduro in 
Baja. Incredibly rough rock sections and 
several crashes failed to damage either 
the plate or the bottom of the bike. 
Though impact marks literally covered the 
bottom of the plate, the hose clamps 
never required retightening. 

The Preston Petty Bash Plate is the 
most effective, easiest installed, and at 
$9.95 suggested retail, the cheapest bike 
bottom protection we have ever seen. © 


engine protector that springs 
back to its original shape 
after absorbing 
punishment. 

By Jess Thomas 


® Nothing is more disheartening than to 
take a new $1200 bike on an enduro, 
come back home, and then discover that 
the underside of the frame looks like it 
had been attacked by a madman with a 
five pound ball peen hammer. Many en- 
duro-type bikes are originally equipped 
with token protectors of one form or other, 
usually a light gauge steel cover of the 
Honda XL-series variety. While these 
plates are much better than nothing, they 
do little to spread out the force from a 
direct impact with a big rock. 

In the old days, when any enduro 
equipment was either custom or home- 
made, bash plates were commonly made 
from a heat-treated coal shovel scoop. 
When a lot of mud was likely to be en- 
countered, riders usually bored or 
punched a lot of holes in the plate to allow 
as much mud as possible to drain out. 

Now riders can buy a vast variety of 
bash plates for any off-road bike. Different 
thicknesses and shapes in steel or alumi- 
num protectors can be had to fit high- 
or low-pipe bikes with standard or special 
frames. They all share one common fault: 
once bashed, they stay bashed. 

Innovative Preston Petty now markets 
a molded plastic bash plate that rivals his 
original Super Fender as the best re- 
placement product of its type. Petty’s 
plastic plate is a ringer for the old coal 
shovel so far as shape is concerned. But 
it's %-inch thick and made of some ex- 
tremely tough plastic. The plate weighs 
but 2 Ibs. 

The curve in the front of the plate has 
approximately a 7-inch radius and the 
front wall is 115 degrees inclined to the 
horizontal wall. Inside width at the curve 
is 10.5 inches. These dimensions make 
the plate extremely versatile. To date, we 
have mounted the plate on our 350 Hon- 
da-Champion special and to a 400 Maico 
Enduro. It fits both machines well, even 
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lanta and finish second, and second 
again through the lurches and crooks of © 
Loudon? How about this man Romero? 
* ir dt S у; ЕЗ j 

Caner since an AFM. road race Ontari m 
more than a month 6 the National, 





the idea of running the track backwards 2. i 
had been the source of some controversy. UE 
The promoters knew they had to do 


something to reduce the scale of Ontario 
Motor Speedway so that motorcycles rac- 
ing seemed. more immediate than they 
usually do there, which was as immediate 
as dung-beetles dancing in the desert. By 
running the track backwards and lopping 
off the entire Turn 16 section, Trippe-Cox 
felt that the bikes would be in front of 
the spectators a greater percentage of the 
time. Objections raised were centered 
around the fact that the regular OMS track 
was the safest in the world, and to race 
it backwards would reduce designed-in 
run-off room—as well as funneling an 
excited group of bug-eyed racers off a very 
fast straightaway and through a nine- 
teen-foot-wide 90-degree left-hander. But 
an opposition consensus could not be 
reached and the promoters went ahead 
with their backwards plan. A typical lap: 


e Peo ple had been won: ering a 


ever since they heard Giacomo Ain 
would come to Ontario. Roberts had been 


‚ ahead of him at Daytona, but then his 
engine went sour and Ago won. Ago won 


again at Imola when Roberts had tire 
trouble, and now here they both were, on 
matching motorcycles, riding a track that 


neither one of them had ever seen (Ago 


had never ridden. Ontario before, and 
Roberts had never ridden it backwards). 
Agostini has so much experience, said 
some, and he's so brilliant tactically. But 
Roberts is supremely on-form and hungry. 
said others, and Kel Carruthers has made 
his 700 Yamaha completely reliable. But 
World Champions (Ago has been one 14 
times) have something extra, rejoined the 
Ago-natics. So do AMA Champions, 
countered the Roberts-philes. A voice in 
the darkness: how about Romero? 

Well, how about Romero. The man 
feels perhaps that Roberts is faster than 
he is. But the man has a history of high 
finishes in long races that dates back to 
his early Triumph days, and has estab- 
lished himself as one of America's top 
three or four pavement racers. Did he not 
hold off Paul Smart for the entirety of 
Laguna Seca and finish a good third? Did 
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“The Winner! Who will the winner 
be?” the track announcer blared 
over the loudspeakers at Ontario 
Raceway. “Will Бе Grannnnd Na- 
tional Champ Kenny Roberts? 
Could it be Worlllid Champion 
Giacoma Agostini? And don't dis- 
count Race of the Year winner 
Barrrry Sheene!!" The pre-race 
hype assaulted almost everybody 
within earshot. Well, whaaammmm- 
baaammmm-and-no-thanks, the 
grandstand carney-barking was 
wrong. Tiger Gene Romero showed 
everyone why. 


HOW ABOUT THAT MAN ROMERO? 
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Harleys looked great, and i 5 
best they've aope since Gary Scott’ au- 








chance the RR- 25% won't be back next 
year in factory form despite. their obvious 
potential, since AMF seems to have gro 
disenchanted with pavement competitio 
And that’s a shame. ERE 

Which left the rest of the afternoon to 
the production races. Trippe-Cox have 
led the way with the muffler-bikes, hav- 
ing permitted them to run in conjunction 
with two Laguna Seca Nationals and now 
the Ontario National. RD-350 Yami 
dominate the Lightweight Productior 
class the way Yamaha 250s used to domi- 
nate the Combined, and the issue of which 
RD-350 Yamaha would win was quickly 
resolved when Bob Tigert (who had led 
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(Aldana was riding Erv Kanemoto’s 


Nixon bike) might have held an edge n3 7 
"upper-end torque and top speed, their 


five-speed transmissions caused the riders 
to slip the clutches in at least two places 
on the track, giving back to the Yamahas 
whatever edge they may have gained 
down the straight—and then a little more. 
Kanemoto's weekend wasn't made any 
simpler by the back-it-in technique em- 
ployed on one occasion by his rider, who 
down-shifted. with the engine speed at 
9000. rpm and promptly lined up all the 
Suzuki's crank-throws, creating with one 
deft flick of the toe a 750cc, water-cooled 
Tringle. *Aldana's good. He's aggressive. 
He's a winner. He goes fast. It'll be all 
right," Erv kept telling himself as he 
stuffed a new engine into the Number 13 
Suzuki, seeming more stooped than usual. 

By Saturday afternoon Skip Aksland 
had won his last Novice race, comfortably 
leading Dale Singleton and Ken Botham; 
Don Castro had guessed right on tire 
compounds and had nipped Roberts at the 
finish line to win one Expert qualifying 
heat (Jim Evans had finished third), and 
Barry Sheene had stretched to an easy win 
in the second, ahead of Steve McLaughlin 
and Giacomo Agostini (who had slipped 






sixth gear, through a nick-it- 
ing left and down the throat of а first-gear 
left- hander. Then upa gear, on the brakes, 
twitch to the right and then into a long, 
multi-radius left followed by a sharply 
decreasing radius right. Back a gear, and 
through an increasing radius left and 
down the long Ontario infield 
straightaway, up to sixth, back to fifth or 
fourth for a hard right followed by two 
more gradual rights, up a gear for an 
infinitely short straight, back two gears for 
a decreasing radius left, up two gears for 
a succession of blinding-fast lefts, a right 
and another left, and then out onto the 
oval for the entire Southwest speedway 
banker and down the straightaway to the 
start-finish line. Virtually nothing learned 
running the track the normal way could 
be used running it backwards. 

Kawasaki had arranged, as is their wont, 
to rent the track for an exclusive test 
session the Monday before the race, and 
Suzuki occupied it Wednesday for the 
benefit of Barry Sheene. The Car- 
ruthers/ Yamaha assemblage saw the track 
for the first time in practice on Friday. 
and it quickly became apparent that while 
the Suzukis of Sheene and Dave Aldana 
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With his unerroring touch Roberts shows his forceful brilliance. 





Reg Pridmore trounced all in Open Production; 
the other runners never got a look at him. 
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not been whistling along 20 seconds ahead 
of both of them, in a race, and a class, 
by himself. Reggo’s BMW is hardly a 
stone—conservative estimates of its 
straightaway speed range from 153 mph 
to 158 mph—but the secret is Pridmore. 
and his genius. Marty Lunde and Kurt 
Liebmann finished in fourth and fifth re- 
spectively. both on BMW R90Ss. 

The next morning the Junior war was 
waged. Pat Hennen, formerly sponsored 
by Ron Grant and presently by Ocelot 
Engineering, has been the dominant force 
in the Junior class all year. Things were 
different this time. Randy Cleek launched 
his 700 Yamaha into the lead off the line, 
Hennen got around him in Turn Two. and 
Walt Foster snatched third. Things were 
squeaky-tight between the three of them 
until the eighth lap. when Foster went off 
the track with a locking rear brake and 
Cleek took firm possession of the lead. 
Randy never let up and won emphatically. 
Hennen finished second, Foster third, 
Scott Erickson fourth and Gary Lee 


the Laguna lightweight event until he 
crashed in the last lap) got all squirrelly 
coming out of Turn 7 and Scott Clough 
was by him like a streak—never to be 
headed. The contest in Heavyweight Pro- 
duction promised at the outset to be be- 
tween Reg Pridmore on the Helmut Kern 
prepped BMW R90S, Steve McLaughlin 
on his RC Engineering 7-1, Yvon duHa- 
mel on his Yoshimura Z-1, and Ron Pierce 
on his Johnny's of Bakersfield BMW 900 
Sport. Contest? It was no contest. Reg 
Рпатоге. the country’s best big-bore pro- 
duction rider, shouldered past hard-trying 
Bob Crossman in Turn Two and estab- 
lished a 150-yard lead over the rest of the 
field at the end of the first lap. DuHamel, 
after an uninspired start, finally worked 
his way up to Steve McLaughlin, who, 
soundly outclassed by the Pridmore 
BMW, waited patiently for Yvon. When 
he arrived on the scene Stevie engaged 
him in a flashy duel for second. which 
McLaughlin won. Thrilling it was; more 
thrilling it would have been had Pridmore 
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McDonald's ride stops with fearful abruptness. 


como hurled his bike into the hay. The 
TZ-700 was useless for the rest of that heat 
and useless for the second as well. and 
the great conflict was never resolved be- 
tween the American Ace and the Italian 
Star—except that Ago ran off the track on 
the first lap and Roberts did not. from 
which certain conclusions can be drawn 
relating to Turn Nine Proficiency, Lap 
One. October 6, Ontario Motor Speedway, 
1:31 PM. 

Don Castro continued to lead through 
lap 3. at which point Phil McDonald, a 
Santa Fe Short Track specialist. herded 
his K&N Yamaha past Donnie. Castro 
was back on top through lap 8 and then 
(guess who?) Gene Romero forced his way 
into the lead, and except for a 27th lap 
refuelling stop, held it all the way to the 
end of the first heat. Where was Roberts? 
Descending, ever so slowly, back through 
the field, a victim of the tire controversy. 

At least two compounds were available 
from Goodyear that were capable of last- 


(Continued on page 93) 
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Blackman fifth. 

On the basis of heat race finishes the 
Expert grid was as follows: Sheene on the 
pole, Castro, McLaughlin, Roberts, Agos- 
tini: Evans, Romero, Warren Willing, Phil 
McDonald. duHamel; Pierce, Teuvo 
Lansivouri. Murray Sayle, Cliff Carr, 
Gene Brown: and 27 other starters. 

Don Castro got his usually brilliant start 
and led Roberts, duHamel, McDonald 
and Evans across the line after the first 
lap. Where was Agostini? In the Turn 
Nine hay bales. done for the day. his 
Yamaha having sucked a cubic yard of 
Ontario's finest pebble-dirt mix deep into 
its oily internals. Exactly how Ago got into 
the bales remains a bit of a mystery. Ac- 
cording to Jim Evans, in front of whom 


the drama unfolded like a spaghetti west- ` 


ern. Ago had simply gotten in too hot and 
skidded off the track. taking Steve 
McLaughlin with him. Apparently neither 
Ago nor Steve tipped over. But when Ago 
attempted to get back on the track some- 
body was already there. after which Gia- 








Yamaha-powered Scott Clough won Lightweight 
Production against a field of other RD-350s. 
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Make no mistake about it: 
the Wankel engine is an 
alien engine, and the Suzuki 
RES is an alien motorcycle 
because of it. Not only that, 
Suzuki has taken an engine 
form thought to be in- 
herently simple, light and 
potent and delivered a mo- 
torcycle that is surpassingly 
complex, 30 pounds heavier 
than a Kawasaki 903 7-1 
and reserved in terms of 
absolute performance. 
Why? You could call it 
technological whiplash. The 
Wankel is simple; the Wan- 
kel is crude. Steamroll the 
crude out of it and the vehi- 
cle gets heavy, and heavy, 
all other considerations be- 
ing equal, means slow. 

Slower than the 7-1, and whatever else remains of the Super- 
bike field, the RES certainly is. But it has not been designed, 
nor will it be presented, as a Superbike. It is a tourer. As such 
its acceleration is on a par with most of its competition, its 
braking ability superior, and its ground clearance and low- and 
medium- speed handling stunning. Stack it against its rivals 
in the touring field and you'll find that the RES is, functionally, 
more than acceptable in nearly every category. But for a motor- 
cycling world reared on conventional two- and four-stroke 
technology and its multiples, the RES is mystery triple-distilled. 

The engine package and its support systems are the source 
of most of the mystery. The chassis, after all, is constructed 
along entirely conventional lines, and the front fork with accou- 
trements is a lift from the 750 water-cooled triple. The mystery 
begins with the rotor, its sealing systems, the eccentric shaft 
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® We have seen motorcycle 
engines grow from singles to 
twins to triples to fours. 
Five-cylinder engines have 
raced, and so have sixes and 
one lonely V8. For those of 
you who watch and re- 
member, the sweep of com- 
plexity has been a sweep of 
multiplication; the individ- 
ual parts have not changed 
so much as they have prolif- 
erated. Two Honda 175s, 
after all, equal a Honda 350. 
Two Yamaha TZ-350s equal 
a Yamaha TZ-750. Two 
Ducati 350s equal a Ducati 
750. One and a half Honda 
CB-500s equal a Benelli Six. 
One and a half Triumph 
500s equal a Trident. A 500 
Norton with alterations 
equals a 600 Norton, a 750 Norton and an 850 Norton. The 
parts are the same; added complexity, and added civility and 
performance, come from different dimensions in some cases, 
and different numbers in others. 

Against this predictable tide suddenly appears Suzuki, with 
a rotary-engined touring bike under one arm and its corporate 
hopes under the other, the bulk of its design homework splen- 
didly done, almost all of the Wankel engine’s intrinsic problems 
ironed out, betting a wad that the bike’s counter-establishment 
styling will be accepted, betting that it’s new-departure engine 
will be accepted, betting that the rotary will indeed last prob- 
lem-free for 40,000 miles or more, and betting that it can 
educate and equip its dealer organization to handle new tech- 
nology, new metallurgy, and a completely different kind of 
complexity. 
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SUZUKI RES ROTARY 


1) Because of the Wankel’s configuration and distances 
involved, primary drive is by tensioned dual-row chain 
instead of gear. This view is from rear. 

2) Right front area of RE-5 engine mounts oil filter, tach 
drive, oil pump that meters oil to carb float bowl, ignition 
system housing and main oil pump relief system. 

3) This is a view of the two-barrel Mikuni carburetor, 
looking straight across the front of the engine from right 
to left. The carburetor’s accelerator pump diaphragm 
and housing are visible. 





4) Sophisticated ignition system has two breaker points 
assemblies, and two concentric cams. One assembly 
operates under normal conditions; the other assembly 
operates on overrun to give smooth deceleration. 

5) This view shows the thermostat, water pump, points 
and part of the clutch—all on the right side of the engine, 
and all designed and located to be easily serviced. 
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6) This view of the carburetor, from the front looking 
to the rear of the bike, shows dual intake runners (dark 
blue): top runner is primary, bottom is secondary. 

7) This is where it all happens. View is straight down | 
into epitrochoid chamber from top of engine. You're 
seeing the rotor; the relief cut into the rotor face unites 
what otherwise would be two separate combustion areas | 
at Top Center and the instant of plug firing. 
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upon which it both rotates and revolves, 
the rotor housing and the two side hous- 
ings. As you can gather from the photo 
sequence of the semi-disassembled RE, 
the rotor is basically triangular. Imagine 
its housing to be circular (instead of oval), 
with sufficient diameter for the rotor to 
spin happily within, using a shaft through 
its middle for location and support. Now 
imagine two ports along the periphery of 
the housing. Fuel-air mix enters through 
one of the holes, and burned exhaust gases 
exit through the other. Somewhere around 
the circumference of the circular housing 
a spark plug is located. As the fuel-air 
mixture, trapped between a flat face of 
the triangular rotor and an arc of the 
housing’s circumference, is swept in front 
of the plug, the plug fires. What happens? 
Nothing. The fuel-air mix combusts, but 
since the force the combustion process 
produces is applied equally against the 
total face of the rotor and the arc of the 
housing, no torque is produced and no 
work is done; the effect would be more 
or less the same as a piston and connecting 
rod assembly attached not to a crank 
throw but to the centerline of the crank. 

Besides, with a triangular-shaped rotor 
whirling concentrically within the confines 
of a circular housing, there can be no 
compression of the fuel-air mixture; no- 
compression engines are no-horsepower 
engines, which is to say they are not en- 
gines at all. 

So the shape and the character of our 
concentrically-rotating and hot-air-produc- 
ing engine has to be changed. In the first 
place the engine has to be made to pro- 
duce torque, and in the second it must 
have a configuration conducive to some 
kind of compression. 

For the rotor to be able to produce 
torque, or twisting force, to the shaft that 
runs through its middle, the center of the 
rotor has to be located at some remove 
from the center of the shaft it is connected 
to. The distance between the two centers 
is comparable to the distance between the 
center line of the crankshaft and the center 
line of a crank throw. To create this offset, 
the shaft is machined with a “bulge.” 

The bulge is the secret. In the Suzuki 
RES the bulge is fitted with oiling holes 
(similar to the oiling holes in a conven- 
tional crankshaft), and the inner economy 
of the rotor is equipped with a replaceable 
plain bearing (similar in function to an 
automotive insert main bearing). Clear- 
ance between the rotor and the bulge is 
set at .0047 inch. The rotor both rotates 
and revolves around the bulge, and its 
path gives the faces of the rotor their 
peculiar eccentric dance inside the rotor 
housing. The cycle works like this: the 
leading edge of a given rotor face sweeps 
past the intake port (the hole in the hous- 
ing referred to above). As it goes by, the 
eccentric properties of the bulge cause the 
rotor to begin gradually pulling away from 
the port, creating a vacuum—the same 
vacuum created by a four-stroke piston 
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2) The white face has just closed the intake port. 
Eccentric action has moved the face as far away 
from housing as it’s going to get. 





4) As the rotor is driven clockwise, eccentric 
movement once again pulls the white face away 
from housing, yielding bottom dead center. 


6) Here, white face is close to the end of its 
exhaust cycle. The face’s leading edge has just 
opened the inlet port once again. 





1) It works like this: the white-edged rotor face 
has opened the inlet port (I) and just closed 
the exhaust port (E). Rotation is clockwise. 





3) Now the rotor face is at maximum compres- 
sion. The spark plug has just fired. Expanding 
gases will drive rotor further around. 





5) Leading edge of the rotor face has just opened 
the exhaust port, and the face will reduce chamber 
volume and force gases out. 
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These parts comprise the heart of the Wankel: the rotor, the shaft with 
its bulge, and phasing gears. The gears maintain proper relationships 
between housing, rotor and crankshaft, but carry no load. 









Two parts of the four-piece apex seal. Center, 
main seal maintains contact with housing. 
43 


Fresh, cool air enters header pipes through 
screened ducts to reduce exhaust temperature. 


Eighteen millimeter plug is called for in RES; 
it has to fire through small housing hole. 


beginning its descent down the cylinder 
bore. Atmospheric pressure responds to 
the vacuum, and stuffs fuel-air mixture 
in through the carburetor. Next, as the 
eccentric action of the rotor and the bulge 
have moved the center of our rotor face 
as far away from the housing as it’s going 
to get, the trailing edge of the face sweeps 
past the intake port. The fuel-air charge, 
sucked in through the port by the eccentric 
motion of the rotor face, is now trapped 
between the two edges of the rotor face 
and an arc of the housing. The same ec- 
centric action that caused the rotor face 
to pull away from the housing in the 
earlier part of the cycle now causes it to 
move closer to the housing, reducing the 
volume available to the intake charge. 
Result? Compression—the same kind 
present in any reciprocating engine. 

While the rotor face has been moving 
away from and closer to the housing, it 
has also been spinning. As the trapped 
charge is being compressed it is moved 
around the housing, until the rotor has 
gotten once again as close as it’s going 
to get to the housing, and maximum com- 
pression has been achieved. Lo and be- 
hold, there’s a spark plug. The spark plug 
sparks; the trapped, compressed intake 
charge ignites and expands. This expan- 
sion drives the rotor face farther around 
its path, imparting force to a flank of the 
“bulge.” Force imparted to the bulge is 
transmitted to the shaft, and from there 
to the primary chain, and from there to 
the clutch, transmission and the final drive 
line. Torque has been created; the rotor 
has been made to push against one flank 
of the bulge. In response, the bulge has 
rotated. 

Now eccentric action causes the rotor 
face once again to begin pulling away 
from the housing, creating space for the 
rapidly expanding gases, and rotating ac- 
tion sweeps the exhaust charge around the 
housing towards the exhaust port. The 
leading edge of the face uncovers the 
exhaust port; eccentric movement once 
again causes the rotor face to draw closer 
to the housing; and the now-burned gases 
are squeezed out through the exhaust port. 

Sound familiar? Of course it does. It’s 
basically a four-stroke cycle, with a dis- 
crete intake stroke, a compression stroke, 
a power stroke and an exhaust stroke. 

None of it could happen at all, of 
course, if the rotor housing were com- 
pletely circular. It isn’t. It is instead an 
epitrochoid, or a shape described by a 
point within a circle rotating around an- 
other circle. The epitrochoidal shape of 
the inner, working surface of the housing 
accommodates all those eccentric move- 
ments of the rotor, the tips of which are 
constantly proximate to the housing’s 
inner surface. 

You have noted that there is more than 
one rotor face. There are in fact three, 
and all three faces duplicate the activities 
of the single face we have discussed. Due 
to the relationship between the hole in 
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surface-to-volume ratio, yielding high 
emissions; and by formal reciprocating 
engine standards, a painfully short devel- 
opment history, spanning not more than 
15 years. While Wankel development had 
a lot to do with the demise of NSU as 
an auto manufacturer and the current 
difficulties experienced by Mazda (in 
these trying times it has been discovered 
that the world is not ready for a high-per- 
formance, low-mileage economy sedan), 
it is apparent that Suzuki has brought 
forth functional, although highly complex, 
solutions to most of the Wankel’s thorns. 

After studying it carefully at Suzuki's 
introductory press conference, after 
spending the better part of a day absorb- 
ing Geoff Mazon's technical description 
of the RES and all its support systems, 
and after living with it for a respectable 
amount of time during the test, it has 


(Continued on page 80) 
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reaction is balanced by holes drilled in 
the rotor. and by a pair of huge. heavy 
flywheels attached to either end the shaft. 
external to the central housing. There is 
nothing wrong with such a balancing sys- 
tem~in fact there are engineers at Ya- 
maha who would be willing to trade yards 
of chain and countless backward-spinning 
bobweights for Suzuki's simplistic but ef- 
fective solution. Because not only is the 
RES silky to a fault. it is for the most 
part free from drive line snatch. The fly- 
wheel weight has a lot to do with it. 
Roughly. that is how a Wankel engine 
operates. But just as a four-stroke engine 
has a set of inherent problems (noise. 
weight, sensitivity to fuels, the valve train) 
that have to be cajoled into submission. 
the Wankel has its own. Briefly. they are 
as follows: heat and heat rejection: man- 
ufacturing tolerance: rotor chamber seal- 
ing: accurate inlet charge metering; ade- 
quate ignition: exhaust heat: a very high 


the rotor and the bulge around which the 
rotor both rotates and revolves. the shaft 
makes three revolutions for every one 
made by the rotor. The result is one power 
"stroke" for each shaft rotation: the rotary 
offers half as many power impulses per 
crank rotation as a four-stroke four, and 
exactly the same number of impulses as 
a two-stroke single or a four-stroke twin. 

Beyond a certain cement-mixer texture 
in an acceleration mode between 3000 and 
4000 rpm, the КЕ5 is transcendentally 
smooth. But nothing inherent in its design 
makes it, a single-rotor Wankel, as smooth 
as it is. Its smooth because Suzuki's engi- 
neers have made it smooth. The Wankel’s 
rotor does not rotate concentrically—far 
from it. It orbits the shaft centerline, and 
it flails around in a number of planes. This 
orbiting/flailing action produces a reac- 
tion that is absorbed to an extent by the 
matching rotor in a twin-rotor Wankel. 
In a single-rotor Wankel like the RES, the 
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(45.00 max.) 
SUZUKI RE-5 ROTARY 


Price 0095160۵ Eee: 
Пе اش‎ АЕ 3.25 х 19 Вгіадеѕіопе 
КОНЕ КК КЕ аа ъа С 4.00 х 18 Впадезїопе 
Brake, front....11.6 disc x 1.94 in. x 4 (295mm x 50mm) 
rear ...... 7.04 drum x 1.63 shoes (179mm x 41mm) 
Brake swept area................ 168 sq. in. (1084 sq. cm) Bron 08 FA 
Specific brake loading........................ 4.40 Ibs./sq. in. OUS INR Tg зара B m 
at test weight Barometer 30.06 —— 4500 35.23 41.12 
Etigitlectype шше ыы NSU-Wankel rotary piston о یف‎ 2000 ач و‎ 
Piston аіѕріасетеп\ї........................ 49766, 30.3 ۰ دب فا یا‎ ea dh. dM = 
(one chamber) As Tested on the 7000 46.98 35.25 
Compression ATO OUI na بو نما یس‎ i n 
022۵ дк ж ыык: 1;:18-32mm; Mikuni HHD 
۵۱۳۱۱۱۱۵ ti OT) жс Жезди re citer ЕК tees Wet Polyurethane 
۱۵۵۱۵ ۵۵ Т EE D eee ee 
BRB Гр em IM 47.94 @ 6500; actual 
۱۱۵۲۵۱6 © TOM өы ышы 45.00 @ 3500; actual 100 
Raketa е ote ex 27°/4.25in. (108mm) 
Mph/1000 rpm, top gear............ 17.1 mph (27.5 kph) 
Euelcapacity cy 4.5 gal. (17 liter) Road Speed 
Oil capacity 2.3 qts. (2.2 liter) 
Transmission oil capacity .............. 1.69 qts. (1.6 liter) 
Electrical power ...................... 280 watts @ 5000 rpm 
BRU SEV a ete notet code ror sat Б DIE E Ln 12V, 30AH 
Gear ratios, overall ............ (1) 13.38 (2) 8.16 (3) 6.41 
(4) 5.29 (5) 4.34 
Primary transmission .................... % x Ys duplex chain 
38/23 1.65:1 
Secondary transmission .......................... % x Y» chain 
43/14 3.07:1 
Wheelbase sor eee Ке 61 in. (155cm) 
Seat REIGN respete RT 32.5 in. (82.5cm) 
Ground clearance лушы: 8.5 in. (21.6cm) 
Curb weight......573 lbs. (260kg) with full tank of gas 
Testiweighte ec a ast лыы 738 Ibs. (335kg) 
Instruments еек ea Seiki speedo, odo, 
trip mileage, tachometer 
Sound level (California Standard) ................ 84 dB(A) 2 Maximum 
Standing start '4-mile ............ 13.942 sec.; 93.07 mph sare 2 
MODES CCG 2 teat teaser de wets ea ae 108 mph (est.) | 
Average fuel consumption .............................. ام و‎ 
Speedometer еггог...................... 30 mph, actual 25.80 
60 mph, actual 55.45 
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The Setting: Europe. 


The Prizes: Six FIM World Championships. 
The Combatants: Armies of Grand Prix Riders. 
The Stakes: Matters of Personal and Corporate Honor. 





Ago’s Swedish crash virtually elimi- 
nated him from the championship race, 
and his failure to make the Finnish start 
made that certain. Even if he could win 
the final round in Czechoslovakia, he 
would only score in four rounds with a 
total of 57 points; that would be useless 
because Read had already topped 57 with 
his second place in Sweden (never mind 
his Finnish win). 

Lansivuori won the Swedish, giving him 
a 47-point running score; Read was sec- 
ond in Sweden (62 points); and Bonera 
had 54 with his fourth place. The situation 
with the Finnish GP coming up was: Lan- 
sivuori could collect the championship by 
winning the final two rounds, bringing his 
score to 77, but would have to rely on 
Read failing to score in one, or finishing 
well down (below fourth) in both. Bonera 
could also beat Read (Bonera would dis- 
card his two lowest scores, 8 and 1) on 
the same basis, but Read would need only 
a fourth and a fifth to defeat Bonera’s 
thrust. If Read finished scoreless in both 
rounds, a first and a second would give 
Lansivuori the title, but Bonera would 
need two wins to collect. 

However, Read won in Finland. The 
mathematics stopped right there. 1974 was 
the year for Phil Read and MV Agusta, 
and a time for reflection by Giacomo 
Agostini and Yamaha. 

Statistical evidence indicates Read was 
better than Ago (and everybody else), MV 
raceware superior to Yamaha’s, and that 
MV won four GPs to Yamaha’s three 
(with the Czech round to come). It’s a 
distorted picture. In fact, there was really 
nothing to choose between riders, and the 
machinery was so equal that the bikes 
themselves made no difference. Most def- 
initely, the winning-rider-winning-make 
combination owed more than somewhat 
to luck. 

By a happy accident (though there may 
be a perfectly logical explanation) the 
four-cylinders chosen by the GP factories 
placed the four-strokes and the two- 
strokes on equal footings. The MV proved 
marginally faster and it accelerated 
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BATTLE FOR THE 
CONTINENT 





By Jim Greening 


privateers did, and still won. So why not? 
According to Yamaha, the fuel load 
should have lasted the race. Had there 
been doubts, they said, a quick stop would 
have been arranged, or a bigger tank fit- 
ted. Strangely though, Yamaha had agi- 
tated to get the race cut from 36 to a less 
consumptive 30 laps. 

Sweden staged the second Fates- 
versus-Agostini drama, scripted as fol- 
lows: Sheene crashes . . . Read and Find- 
lay, drafting, take avoiding action . . . 
Agostini too, but he messes it up and 
crashes . . . a chorus of “It was his own 
fault" . . . he over-reacted, said the other 
riders... 

The Federation Internationale Motocy- 
cliste world championship scoring system 
awards 15 points to the winner of each 
race, 12 to the second place man, 10 to 
the third, then 8 for fourth, 6 for fifth, 
descending 5,4,3,2,1 to tenth place. 

Of the 12 Grands Prix in the 1974 FIM 
classic calendar, 10 included 500cc races. 
But all the top contenders boycotted the 
Isle of Man (they refused to enter) and 
Nurburgring (they struck over inadequate 
safety measures), so effectively there were 
but eight rounds. 

The best six scores are taken into ac- 
count; that is, a rider discards his two 
lowest scores (or four if he rode in the 
IoM and West Germany) when calculat- 
ing his final championship position. 

Before the Swedish GP, all four MV 
and Yamaha protagonists kept their title 
hopes alive. Read had two wins, and two 
thirds, and one DNF.in Austria (50 
points). Bonera had one win, one second, 
one third, one fourth, one tenth, and a 


100 percent finishing record (46 points). 


Agostini had two wins, one second, and 
two retirements (42 points). Lansivuori 
had two seconds, one fourth, and two 
sidelinings (32 points). 





© It was tough for Phil Read, as the Fin- 
nish Grand Prix entered its closing stages. 
Speedy, edgy and off-form, hammered the 
big MV-4 towards victory, grasping and 
gasping for his second successive world 
crown. From the sidelines his race and 
championship wins looked totally secure. 
He'd led from the beginning and appeared 
to have something in reserve, even though 
Gianfranco Bonero on another MV had 
inched into a challenging position. 

But Read had more immediate worries; 
he had received ominous gearbox signals 
that all was not well. Maybe the box 
would survive the distance, possibly not. 
At best, failure would mean a sickening 
retirement; a crash if the worst happened. 
And Imatra is no place to crash. 

Imatra is one of the surviving "natural" 
grand prix circuits in Europe, common 
enough before the construction of pur- 
pose-built tracks. Trees and similar un- 
yielding hardware form the road's natural 
boundary. After rain, and when most of 
the road is dry, damp patches remain 
under the trees. 

So, against that background, the 4 
drama was played out on the final bend. 
Champion-elect Read led, barely clear of 
Bonera. Behind, 2.5 seconds in arrears, 
came Tepi Lansivuori, closing. But Tepi 
was aware that his and Yamaha's chànces 
were gone if Read won, and Read was 
setting it up for the final squirt to the flag. 
Then the MV jumped into neutral. Bon- 
era, forced into an ofl-beat passing ma- 
neuver, nearly had both MVs in a heap, 
but the moment passed and Read eased 
the recalcitrant transmission back into 
engagement. And 60,000 Finns rose to 
acclaim the 1974 champion. MV had, with 
a tidy measure of fortune, beaten Yamaha. 
Phil Read had bettered Giacomo Agos- 
tini; the Italian would learn the bad news 
in Italy where he nursed an injured 
shoulder collected at the Swedish GP. 

Ago-friends can easily determine two 
points where fate turned sour on the Ital- 
ian. The first came at the Italian GP with 
that notorious last lap out-of-gas slump. 
True, Ago could have topped-up, as some 
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machines, and considering the desperate 
lengths the factories go to gain supremacy, 
the natural order of things is secrecy. We'll 
probably never know the details of MV's 
progression from a 350cc four, to a 430-4, 
to a 500-4, to the 1974 World Champi- 
onship. Little is discovered by peering 
over mechanics’ shoulders even when 
possible, since the teams have developed 
effective security systems (like having 
their biggest member stand on your toe). 
In any case, today's innovation may con- 
sist of shedding unwanted weight. You 
can't see the saving, so you won't know 
about it unless told, and the factories are 
unlikely to tell you. But happily European ` 
paddocks are free of the Daytona-style 
lockups and pistol-packing guards, so at- 
tempting to crack the security screen is 
safer if no more rewarding. Work is gen- 
erally undertaken in tents or backs of vans, 
and the secret weapon emerges shrouded 
in the anonymity of tarpaulin. Or perhaps 
its a clever deception, for underneath 
lurks nothing other than an out-dated 
model, while work on the new device is 
carried out in full view. 

At least TZ750 owners would have no 
difficulty in finding their way around the 
500 Yamaha. After all, the basics are 
identical, being two twins (350s for the 700 
and 250s for the 500) placed side by side 
to form an in-line four. Looking inside, 
you'd naturally discover ports of different 
shapes and sizes and, after making due 
allowance for capacity differential, you'd 
note the revised positioning of the ports. 
Obviously, Yamaha technicians have not 
achieved 93 bhp from their reed-valve 
wonder without slavish attention to detail. 
Externally, the 500 is readily identified by 
the oval form (in section) of the expan- 
sion chambers, which are quite unlike 
the 700's slab-sided horrors. Contrary to 
popular belief, this has nothing to do with 
fitting the engine higher in the frame. It's 
simply that the smaller cylinders require 
smaller chambers. 

Although the 500 beat the TZ700 onto 
the circuits by some ten months, develop- 
ment and testing of both models ran par- 
allel in Japan during the latter part of 
1972. When first raced by Jarno Saarinen 
and Hideo Kanaya in Europe, the Yams 
appeared in relatively soft tune (about 80 
bhp), and scaling above the 330-pound 
mark they were rather overweight. Ya- 
maha quit GP racing following Saarinen's 
Monza fatality. Consequently, develop- 
ment during 1973 lacked the incentive of 
circuit competitión. Nevertheless Yamaha 
raised the power to 88 bhp during the 
normal course of development and testing 
in Japan. When Agostini arrived to try 
out the 1974 model 500, it had slimmed 
to 309 pounds and pushed out a highly 
impressive 93 bhp. If that wasn't enough, 
the Japanese set about revising the frame 
and suspension to reduce weight further 
and to enhance handling capabilities, 
mainly by adopting the cantilever (or 
mono-strut) rear suspension. The canti- 
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quicker, but the Yamaha handled and 
braked better. The Yamaha entered 
corners tidier and left them faster, pre- 
senting MV with work to do on acceler- 
ation and over the straights. where its 
handling oddities were often accentuated. 

Since Europe possesses a variety of cir- 
cuits featuring most types of corners, the 
advantage never stuck in one camp for 
long. For instance, Ago and Yamaha 
stunned the opposition stupid on the de- 
manding Assen (Dutch TT) circuit. Yet 


at the ultra-fast Belgian GP that followed, 
Read and MV howled to a record-breaking 
win to leave Yamaha floundering. Proba- 
bly the MVs started with a weight advan- 
tage through carrying less fuel. and cer- 
tainly the gas-conserving four-strokes 
usually outshone the Yams over the early 
laps. For Yamaha, the miles-per-gallon 
factor proved disastrous in Italy when Ago 
ran out of fuel. With some justification, 
Yamaha claimed that detailed blow-by- 
blow analysis proved they were better and 
faster—but unluckier—losing races they led 
through minor mechanical failings and 
circumstances beyond their control. MV, 
for their part, pointed to the glory of their 
small team of technicians smothering the 
might of the Japanese yen. 

Okay, they enjoyed a slice of luck; it 
was the fortunes of war. Anyway, our 
neutral judgment, after including the 
magnificent uncertainties of racing in the 
calculations, is that neither camp could 
rightfully claim technical or rider superi- 
ority. And Suzuki can be included in that 
assessment. They pitched in with their 
own interpretation of the 500-4 ideal as 
a square-four configuration; two-stroke, 
of course, fed through rotary disc valves. 
Suzuki gave nothing away in the horse- 
power department, or in putting the power 
onto the road. Handling, reliability and 
a razor-thin powerband let Suzuki down. 

Considering the exotic nature of the 


(Left, top) Barry Sheene, Suzuki's fastest, sur- 
vived two 120-plus get-offs during the season. 


(Lefi, below) A go's Mk2 monoshocker, narrower 
and lighter than the Mk], proved troublesome. 








Dem 
(Above) Standard GP500 Suzuki had bolt-on 
lower frame section, a la older MVs. Ron Wil- 
liams rearranged Smart's Suzuki (below): tilted 
engine moved forward; rear radiators. 
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(Left) Villa and H-D brought the 250 title back 
to Italy for the first time since 1960. 
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ing four-stroke.” Four cylinders, dohc, 
four-valve heads, lots and lots of rpm, the 
sort of thing free-spending Honda sprung 
merrily in the 1960s and MV has now 
produced after years of painstaking de- 
velopment. The latest 57mm x 46mm MV 
roughly equates the old monster Honda's 
power at 90 bhp, but has a compactness 
the Japanese couldn't be convinced was 
necessary. In getting Honda-power, MV 
found they had inherited some of the 
Oriental handling and suspension short- 
comings first discovered by Honda. 

MV were largely victims of their own 
six-year supremacy when unchallenged 
power and exemplary handling sufficed. 
Innovations like disc brakes were viewed 
with utmost suspicion. When they tardily 
accepted discs in 1973 (along with cast 
magnesium alloy wheels), they discovered 
themselves in uncharted territory with a 
lot to learn. Understandably, the Yamaha 
threat turned МУ? attention almost ex- 
clusively to engine development. 

At the onset of this season, an amazing 
amount of hard work had produced a 
500cc four based on the earlier 350. Be- 
tween times, the 350 grew into a 430, 
presumably an interim model should the 
500 be delayed or fall below expectations. 
No bother. Early season racing would 
soon prove the 500 super-effective. Not 
so the 350, which was shortly pensioned 
off in the face of the Yamaha onslaught. 
The 350-4 was essentially a 500 in weight 
and bulk, so the smaller MV stood little 
or no chance against 250-pound Yamaha 
twins. So following the French and Aus- 
trian GPs, where they failed to get a result, 
MV withdrew from 350 racing to concen- 
trate on the 500 class, and on improving 
the big four. Suspension was one area 
overdue for improvement, for in their 
search for increased performance, MV let 
suspension technology go begging. 

Frame evolution led to the adoption of 
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the frame and cantilevered rear helped to 
drop the weight by 20 pounds to an almost 
incredible dry 289 pounds. Someone un- 
fortunately erred, because performance 
dipped below that of the old model. Nor 
did the projected handling improvements 
materialize, so Ago's Belgian outing was 
most unhappy. And from then on, Ya- 
maha failed satisfactorily to cure the 
500's mounting problems. 

Throughout the season Yamaha had no 
recurring mechanical failings to bother 
them, and from the 13 starts made by Ago 
and Lansivuori, eight finishes and seven 
places (three Ist, three 2nd, and one 3rd) 
were recorded. Ago's leading position in 
the French Grand Prix became a did- 
not-finish when a wrist pin bearing broke; 
he retired (out of gas) in Italy, and crashed 
in Sweden. Lansivuori, whose proclivity 
for falling off the 350 bugged his 500 form, 
was missing only once with mechanical 
disorders when either a crankshaft broke 
or a big-end bearing seized. Which failure 
was never disclosed. Otherwise, Tepi's 
retirements followed physical discomfort, 
once from the after-effects of a 350 crash, 
and another time because of knee-bashing 
exploits—the riding position actually being 
too low for his lurid riding style. 

The MV four-stroke might be called a 
classic. or something we expect a computer 
to produce when programmed for a “гас- 


( Right) Mid-development MV frame had lots of 
curved tubes; straight-tube bike (below) came later. 


lever concept, revived by Belgian engineer 
Lucien Tilkens (and used by Yamaha to 
win the 1973 250cc motocross champi- 
onship) was adapted to roadracing re- 
quirements in time for evaluation in an 
Italian meeting in March 1974. Before 
long it became standard equipment on 
the GP Yamahas. 

On the racer, the long damper unit 
fitted with a single rate spring is installed 
above the top cross tubes, cranked down- 
wards to obtain clearance, and the front 
is secured to a box-shaped fabrication 
immediately behind the steering head. 

Judging by Read's reaction of “God, 
send MV a suspension expert," the Ya- 
maha cantilever proved an unqualified 
success. "Ago's rear tire never leaves the 
road, but the MV's back end acts around 
like a damn camel," complained an up- 
tight Read. Despite the handling advan- 
tage and their crushing domination of the 
Dutch TT, Yamaha felt too hard-pressed 
for comfort. Predictably, Ago demanded 
swifter and better equipment. 

Yamaha had actually been preparing a 
Mark 2 cantilever for some time, hoping 
to counter MV's expected advantage on 
the long, superfast Francorchamps (Bel- 
gium) circuit. The new version incorpo- 
rated extensive engine modifications, cut- 
ting nearly two inches off the width and 
1.5-inch from the length. Alterations to 
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Henk Van Kessel and the Van Veen 
Kriedler won the 50cc title. 
Water-cooled two-stroke single, 

125 pounds, and develops about 20 
horsepower at a giddy 16,000 rpm. 
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Kent Andersson retained his 125 crown on a Yamaha after stiff opposition from Morbidelli; 
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Angel Nieto's Derbi had year-long problems. 





„жы анана 
Klaus Enders successfully defended his sidecar crown оп the Busch outfit powered by а 500 ohc BMW. 
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locked solid. A second horror episode in 
the Sheene saga featured an inoperative 
water pump and a 130 mph departure onto 
the grass in Sweden. Earlier, in the Dutch 
GP, Sheene stopped the Suzuki before the 
gearbox did. 

The gearbox malady stemmed from a 
metallurgy weakness. Inexplicably and 
inexcusably one gear contained junk 
metal, and when it failed the gearbox 
seized with dreadful finality. Still, Suzuki 
applied their talents to curing the gearbox 
drama, and the race bosses—bloody but 
unbowed-said everything would be well 
sorted next year. There were even rumors 
that Suzuki would get an expert to build 
their frames. Anyway, nobody belittles 
their 1975 chances. And who knows; 
Honda may be in contention by then. 

In the 350cc class of the European 
Grands Prix, Yamaha ruled supreme with 
lightweight works models (normal TZs in 
all essentials but with some special mag- 
nesium castings and special frames) lead- 
ing the way, followed by masses of priva- 
teer Yams. Agostini prevailed and col- 
lected the 350 world crown (which he used 
to wear courtesy of MV Agusta). 

Harley-Davidson out-gunned the hith- 
erto invincible Yamahas with their own 
version of the 250cc two-stroke, two- 
cylinder production racer. Harley-David- 
son hit Yamaha by taking the 250cc 
championship through Walter Villa (who 
was signed when Bonera joined MV). 
Yamaha probably under-estimated the 
HD challenge, and slipped up by leaving 
semi-supported riders to “win another 250 
title for Yamaha.” Rod Gould, Yamaha’s 
race chief (and a good PR man), reckons 
the Yams were faster/better/etc., but Villa 
had the determination. 

BMW droned on towards yet another 
sidecar world championship, harried 
rather more than usual by Konig-powered 
outfits. Klaus Enders secured the title for 
BMW when he finished second to Konig 
man Werner Schwarzel in the Czech GP. 

Kent Andersson (Yamaha) retained his 
125cc title and also won the race in 
Czech—but this class gave Yamaha some 
pretty stiff competition in the shape of 
Morbidelli. Angel Nieto on the Derbi 
would probably have mounted the biggest 
challenge, but all sorts of troubles bugged 
the Spanish team. In the Czech GP, Pileri 
on the Morbidelli raced with a broken 
collarbone which he snapped in the pre- 
ceding 250cc race. He broke the lap record 
and led until the final corner when he ran 
out of fuel! 

So Yamaha’s dream of sweeping up the 
four (125,250,350,500) major solo classes 
fell flat (Bonera took second place in the 
500, giving MV a 1-2), and they had to 
be satisfied with the 125 and 350 champi- 
onships. But for many enthusiasts, GP 
racing began and ended with the five- 
hundreds, opened and closed with the 
clash of the exotica- MV, Yamaha, Su- 
zuki. That, they'll let you know, is what 


roadracing means. e 
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spot scored 12 points, against Ago's zero 
for retiring (crashing). MV was on its way. 

Third-force Suzuki mounted their at- 
tack, directed more at Yamaha than MV, 
with an adaptation of Yamaha's world- 
beating disc valve V-4 of the 1960s. True, 
Suzuki preferred keeping the front and 
rear cylinder banks hard against one an- 
other, but the geared crankshaft arrange- 
ment could easily be set at a Vee of vary- 
ing degrees. 

Each of the Suzuki crankshafts carries 
a pair of narrow gears which mate with 
a single, double-width gear on a coun- 
tershaft. The shaft drives the ignition unit 
(fitted on the left-hand end), and has 
take-offs for tach drive, water and oil 
pumps. Another gear on the countershaft 
feeds power to the clutch, via an idler. 
Carburetors, 34mm Mikunis, are fitted 
outboard of the steel discs splined to the 
crankshafts. Transfer porting is more or 
less conventional for a modern racing 
two-stroke, consisting of five ports, one 
lining up with a window in the rear of 
the piston skirt. Lubrication for main and 
big end bearings is metered in the good 
old two-stroke tradition. The 56mm x 
50.5mm engine revs to 11,000, produces 
108 bhp at 10,500 rpm (power in at 9,200), 
and develops maximum torque at 10.000. 
Weighing approximately 320 lb damp (i.e. 
with one gallon of fuel), Suzuki's exotic 
is said to be capable of 174 mph. 

Suzuki had the services of four riders— 
Jack Findlay, Paul Smart, Barry Sheene 
and Guido Mandracci—and whole truck- 
loads of machines. As newcomers to the 
GPs, they had a fair share of teething 
problems. And they had chronic handling 
disorders. The early unreliability could 
have been anyone's. The handling was all 
Suzuki's. (A “featherbed” frame with 
bolted-on bottom runs could hardly have 
helped.) The French GP revealed a ten- 
dency for the front wheel to aviate when 
the fuel level dropped. This was cured by 
a new frame with engine mounting points 
carried farther forward, though it did 
nothing to inspire rider confidence. In 
deference to the Suzuki's fragility and 
fearsome handling, riders rode the beasts, 
as distinct from raced, and finishing 
ranked as a congratulatory achievement. 
Paul Smart, unhappy with the Suzuki and 
angry and hurt over his cavalier treatment 
from GP organizers, could hardly wait to 
junk the frame. He eventually contracted 
for a replacement made by English spe- 
cialist Ron Williams, but his request for 
less power and a broader spread fell on 
traditionally deaf ears. 

In contrast, Barry Sheene's private 
opinions never inhibited his track perfor- 
mances. The 23-year-old Londoner 
paraded his simple racing philosophy of 
getting out and having a go; he ran up 
front with the best, nagged MV and Ya- 
maha riders silly, cracked lap records. His 
heroic efforts were rewarded with a sec- 
ond place in France and a terrifying 120 
mph crash in Italy when the gearbox 


a multi-tube beam layout, quite different 
from previous designs without obviously 
seeming so. The familiar boltin front 
down tubes remained (to facilitate engine 
removal), though no longer fulfilling the 
stress bearing function. Where the tubes 
formerly bent back under the engine to 
complete the frame link-up, they are now 
stopped at crankcase level and acted 
purely as engine supports. 

MV handling troubles came to a head 
in Holland, where the fours lurched alarm- 
ingly along the straights—the degree of 
wobble being proportional to speed—and 
a frantic series of experiments failed to 
effect a cure. Different length front forks 
and a variety of rear dampers were tried 
without success. An idler sprocket had 
already been fitted under the lower run 
of the rear chain, not a tensioner in the 
conventional sense, but apparently to pre- 
vent chain lash upsetting damper perfor- 
mance. Compounding MV's agony, larger 
than normal hydraulic cylinders made 
operating the brakes an exercise of sheer 
agony. Furthermore the engines vibrated. 
It certainly didn't need Ago's record- 
busting spree to make Read, Bonera and 
company a proper bunch of miseries. 

For Belgian GP practice, MV tried a 
somewhat bizarre experiment of fitting 
small airfoils to the front of the fairings. 
The reasoning was not entirely plain, un- 
less it aimed at putting more weight on 
the front (and we all thought MV’s trouble 
was at the rear). Anyhow, the MV's had 
their wings clipped for racing. 

MV had tire problems too. For a start, 
the Dunlop Daytona-style fatties wouldn't 
fit, and then the 350/525/18 197, al- 
though dimensionally acceptable, was 
held responsible for the high-speed wig- 
gle. Until Dunlop could come along with 
something new which they did for the 
Belgian GP, MV soldiered on with trian- 
gulars. At least Read did, while Bonera 
usually raced on a Dunlop front—Michelin 
rear combination. 

The special Dunlop. designated 350/ 
M/18 KR83, had a new rubber mix and 
new construction—special in all senses. It 
seemed perfect when MV scored their 
crushing 1-2 Belgian victory, yet the Dun- 
lop technicians were less than overjoyed 
being saddled with the responsibility for 
MV's handling. "It's a case of trying to 
cure a fundamental suspension problem 
with tires,” one Dunlop man remarked. 
His reservations gained credibility in 
Sweden where MV handling reverted true 
to type. So bad, in fact, that the "unride- 
able" bikes went slower in practice than 
a number of private Yamahas, a disaster 
which left Arturo Magni making frantic 
attempts to hire the Anderstorp circuit for 
extra training. The embarrassment hardly 
subsided during the racing, for Read had 
an agonizing time deposing 354cc Yamaha 
rider Penti Korhonen from second place, 
and Bonera never succeeded in doing so. 
Ironically, MV came away with enhanced 
championship prospects. Read's second 
52 
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500 MILES FROM HOME, 98° IN THE SHADE, 
PASSING A TRUCK GOING UPHILL--WITHOUT DOWNSHIFTING. 
THAT'S WHAT LIQUID COOLING DOES FOR THE GT-750. 


Owner's Manual instructions: mail 
registration to Suzuki within 48 hours 
and pay for routine service checks 
from an authorized dealer at 750, 
2,000 and every 2,000 miles there- 
after. 

When you have a product as reli- 
able as the GT-750, it's easy to give it 
a long warranty. We have. And we do. , 
U.S. Suzuki Motor MEMBER 
Corp., Dept. 4064, $ 
Santa Fe Springs, 
California 90670. 








SUZUKI 





the water jackets. 
Its amazing how much nicer a 
ride is when your ears aren't ringing. 


Other innovations, too. 


Liquid cooling isn't the only inno- 
vation on the GT-750. Check the dual 
hydraulic front disc brakes. Two fingers 
bring you to a firm, sure stop. No fad- 
ing. No pull one way or the other. 

A special synchronized linkage 
keeps all three Mikuni BS40 carbure- 
tors locked in tune. 

An electronic digital gear indi- 
cator in the instrument panel shows you 
what gear you're in. So you 
don't have to search, guess. 
and lug away in the wrong 
gear. 

Electric starting. 5-way 
adjustable rear shocks. 4.5 
gallon gas tank. CCI, auto- 
matic oil injection. And a big, 
comfortable seat to keep your 
tailbone in good spirits. 


A reliable machine, 
a reliable warranty. 


Suzuki warrants all 
internal parts of the cylin- 
der head, block, trans- 
mission case and oil 
pump for 12 months, or 
12,000 miles. All you 
have to do is comply with 


The Suzuki GT-750 is everything 
you could ask for in a touring machine. 
Powerful. Quiet. Smooth. And reliable. 

And it's all because the GT-750 
keeps its cool when a lot of other tour- 
ing machines are losing theirs. 


Yes, that's a radiator. 


The GT-750 uses a pressurized 
cooling system just like a car. Radiator, 
water pump, thermostat and overflow 
tank. 

Coolant pumps through water 
jackets that completely surround the 
cylinders. Cooling is uniform. Operat- 
ing temperatures are constant. And 
heat distortion is held to a minimum. 


More power, less wear and tear. 


Since there's less heat distortion, 
piston to cylinder tolerances are 
closer. You get better compression. 
Less piston "slap". 


This year's GT-750 has more. 


compression than ever, and more 
power than ever— a full 70 horses at 
6,500 rpm. More power to begin with. 
And more power after hours on the 
open highway. 


You can talk to the 
guy next to you. 


The GT-750 is very quiet for its 
size. There's very little piston noise. 
And what noise there is, is muffled by 


Ride safely; wear a helmet, eye protection, and appropriate riding apparel. 


CIRCLE NO. 30 ON READER SERVICE PAGE. 


























The Bikes, The Companies 
Bill Hahn, previously a partner in Action 
Fours, left a little over a year ago and 
formed American Turbo-Pak, Inc. (2141 
South Hathaway, Santa Ana, Calif. 
92705). The company was established in 
February of 1974 with the belief that tur- 
bocharging, a method of forced induction 
widely used in the trucking, heavy ma- 
chinery and automobile racing industries, 
could be adapted to high-performance 
motorcycles—specifically the larger 
Honda fours (with which Hahn, because 
of his connection with Action Fours, was 
intimately familiar). Briefly, there are two 
general forms of supercharging. Positive 
displacement puffers are driven by the 
engine, usually through a belt or chain 
connected to the crankshaft. They are 
efficient in terms of performance and 
response, but do absorb horsepower that 
would otherwise be used to rotate the rear 
wheel. Turbochargers, long beloved by the 
USAC professionals, are mechanically 


ple-engined Honda fueler, modified 
Hondas and 7-15, a host of deep engine 
components and buckets of National 
drag-strip records); and three manufac- 
turers of slightly less prominence: Tony 
Nicosia of Hot Bike Engineering, Denco, 
and Specialists 2. Action Fours elected to 
be represented by American Turbo-Pak, 
an outfit in Santa Ana, California that 
manufactures bolt-on turbocharging kits 
for Honda 500s, 550s and 750s and with 
whom Action retains a non-exclusive dis- 
tributorship agreement. RC Engineering 
arrived with a wide-bore Cobra-Honda. 
Tony Nicosia showed with a customer's 
street Kawasaki 750 H2. Dennis Dean of 
Denco unloaded their own Pro Stock 750 
Kawasaki drag racer, complete with 
mufflers and lights, as did Specialists 2. 
Yoshimura Racing elected to avoid the 
confrontation altogether when one of their 
top pro stock runners in Arizona was dis- 
covered to be in the midst of a complete 
engine tear-down, and couldn't make it. 


9 The plan was straightforward enough: 
determine who was making cafe racer 
engine go-fast parts, find out who would 
be willing to screw his own parts into his 
own engine, and then see whose parts were 
the most effective in terms of sheer accel- 
erative performance. Word went out: let 
us have the meanest machine you've got, 
with your hop-up components in it. We 
would allow each manufacturer to supply 
his own rider; the bikes had to be street- 
able (i.e. with full lighting systems, nor- 
mal-sized fuel tanks, muffled exhausts, 
rear shock absorbers, a brake at both ends 
of the motorcycle, a standard seat, and 
no drag slicks permitted). We don't want 
Altereds, we said. Super-hot street bikes— 
that was the plan. 

Six participants were invited: Action 
Fours (they of road-race, top gas dragster 
and big-bore Honda fame), Yoshimura 
Racing (cafe racer accessories, big-bore 
Kawasaki 7-15, production racers, Bon- 
neville fliers), RC Engineering (the tri- 


Bring us the meanest bikes you've got, we said, and make 'em street-legal. Meanest, as it turned out, was hardly the word. 


PHOTOGRAPHY: BILL DELANEY 
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arrived for the shoot-out belonged to two 
of RC’s employees, Pat Beacom and 
Bryon Hines, and was exactly what we 
were looking for in this story: a hot-en- 
gined café racer, loaded with all the com- 
ponents RC offers for the Honda CB-750, 
but not a thoroughbred dragster. The en- 
gine displaced 1000cc and was fitted with 
the following RC components, right off 
the shelf: a lightened crankshaft and al- 
ternator; a heavy-duty cam chain; dou- 
ble-row counter-shaft sprocket bearing: 
aluminum connecting rods; 11.9-1 Venolia 
pistons; a #327 camshaft; stainless steel, 
hard-chromed valves; special springs, 
studs and rocker stand supports; stock 
carburetors and ignition; and an RC ex- 
haust pipe with a baffle. Sam Bracoda 
would do the riding. Before the Shoot- 
Out, the bike had never been run. 

Gary Shumake heads up Specialists 2 
(address: 54/914 Denny Ave., North Hol- 
lywood, Cal. 91601.). He's 23 years old, 
got involved with drag racing on a 80cc 
Suzuki, traded to an X6 Hustler and then 
up to a Kawasaki НІ 500 triple. His friend 
and rider. Andre Hagentorn, subsequently 
bought a matching 500 and before they 
knew it they had a team. Like Russ Col- 
lins, Shumake's business started in his 
garage—building pipes for two-strokes. 

The 750 Kawasaki they prepared for the 
story belonged to John Milosevich. It had 
a 1973 frame with a specially lengthened 
(5 inches longer than stock) 500 swing 
arm, a stock front fork with a Honda 50 
Step Through WM-O front rim and brake, 
an MC 2.75—19 tire and a stock rear rim 
shod with a double-wide road race tire. 

Like the rest of the participants, the 
Specialists Two engine had received a lot 
of attention. It used a stock transmission, 
a 15-plate clutch (Barnett plates) with Ka- 
wasaki 2-1 springs, a double reinforced 
pressure plate and a ball thrust bearing 
to keep the throwout rods from welding 
themselves together. Carburetion was 
handled by a 34mm standard (as opposed 
to racing) Mikunis. 

The engine displaced 780cc, used .060- 
over Wiseco pistons, had dual-squish 
heads (an ۱۱ degree band blending into 
the stock 17 degree squish) that had been 
milled .050" for an actual compression 
ratio of 7۷-1۰ АП ports retained their 
stock widths, but timing had been altered 
severely. Pipes were Specialist Two's own, 
the engine had its power peak set at 8800 


(Continued on page 99) 


ing since 1953, racing as a sideline activity 
to his TV shop in Fremont, California. 
Two years ago he involved himself with 
drag star Tony Nicosia and began making 
speed parts for Tony's 500 and 750 Kawa- 
saki threes. Last February Dennis assem- 
bled a four-page catalogue. mailed it to 
every Kawasaki dealer in the United 
States, and Denco Performance (4480B 
Enterprise St, Fremont, Cal. 94538) was 
in business. The bike he brought to the 
Shoot-Out was his Pro Stocker, suitably 
accoutered to meet the letter of the rules. 

The Mach 4 used a 1972 chassis with 
a 1974 swing arm (234” longer than the 
stock 1972 arm), a lightweight Denco seat 
and tail section, a Cosman front wheel 
and disc, a 3.00-18 Avon Speedmaster 
front tire and a 3.50 Goodyear road race 
tire in back, a Ceriani 35mm-tube road 
race front fork, 11" Denco-Betor rear 
shocks, and Denco cafe racer bars and 
silenced chambers. 

If the chassis suggests a pure drag race 
function, so does the engine. Bore has 
been poked to 73mm, netting a 792cc 
displacement; every port angle in the en- 
gine has been altered except the intake; 
the exhaust port has been widened from 
43mm to 48mm, and port timing is far 
more radical than that used on the Kawa- 
saki factory roadracers. Cylinder heads are 
modified for dual squish bands, .040-in. 
squish clearance and ۱55 lbs. of cranking 
pressure. The H2’s ignition system is stock, 
its clutch has been replaced with a special 
15-plater with a thrust ball bearing in the 
throwout mechanism, and the 750 oil 
pump was junked in favor of one off an 
H-1 500, which has a different stroke and 
lower output. Dennis Dean favors Blend- 
zall Green Label oil. In pro stock configu- 
ration the Denco Special has run a best 
of 10.04—140.40 mph in the quarter mile. 
It may not have been exactly a wolf in 
sheep's clothing, but it was awfully, aw- 
fully potent. Mike Blake would be the 
rider. Д 

If you saw the triple-engined Honda top 
fueler on the cover of Cycle’s September 
issue and read the article about the bike, 
you already know Russ Collins of RC 
Engineering. Russ’s business grew out of 
his garage, where he started doing tune- 
ups, and into a huge facility right across 
the street from American Honda Motor 
Corp. in Gardena, California (RC Engi- 
neering's address is 16216 South Main 
Street, Gardena 90248). The bike that 


simpler, lighter, less greedy in terms of 


horsepower stolen but only really effective 
at relatively high engine speeds. Simply. 
exhaust gases are fed to a turbine on one 
side of the turbocharger housing, which 
is connected to the same shaft upon which 
another turbine is located. Exhaust gases 
rotate one turbine: it rotates the shaft; the 
shaft rotates the other turbine, which pulls 
air-fuel mixture through the carburetor 
and stuffs it into the intake ports. Boost 
varies according to engine speed, turbo- 
charger size, inlet diameter and exhaust 
diameter. 

American Turbo-Pak starts with a Ray- 
jay turbocharger originally built for a 
Volkswagen. The "charger is then modi- 
fied so that it is 2 inches narrower, and 
all holes on the intake side are re-tapped 
in a dual pattern so that both 34mm and 
40mm Mikuni carburetors can be adapted 
(the 34mm is recommended for the street, 
40mm for competition). American Tur- 
bo-Pak then machines and welds up the 
intake manifolding and the exhaust pipes, 
re-meters the carburetors for about 500% 
more fuel flow and sells the kits for $685 
(for the CB-500 and CB-550) and $730 
(for the CB-750). 

The installation on the test bike was 
first-rate. Hahn has been messing around 
with turbochargers since March of 1973, 
isolating the problems and curing them 
with a methodical, persistent approach. 
The best part about turbocharging is the 
abundance of stock parts that can be re- 
tained. The test bike used a stock cam- 
shaft, stock valves, .120-over, flat-head 
CB-750 pistons (for a compression ratio 
of 8:1), a Norris spring kit, and heat- 
treated, side-clearanced and shot-peened 
connecting rods. Everything else in the 
motor was stock, except a CB-350 8-plate 
late model clutch replaced the CB-750 
assembly. The 750 chassis was modified 
with a five-degree increase in fork angle, 
Boge shocks, a CB-500 front fork, a Dunlop 
KR-76 road race tire on a WM-1 Akront 
rim in front and a K-81 TT-100 4.10-18 
on a 3.5-inch Akront rim in back. Hahn 
had also equipped the bike with an au- 
tomobile windshield washer pump and a 
water reservoir; with the push of a han- 
dlebar-mounted button the pump would 
squirt a stream of water through the car- 
buretor and turbocharger and into the 
intake manifold, helping control detona- 
tion. Hahn said he never used it, however. 

Dennis Dean, 34, has been in drag rac- 
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The first pre-run ride consumed five 
days: two days driving and three solid 
days riding to cover 996 miles on the bikes. 
The week before our second pre-run, 
Webco couldn’t get the DT360A to run 
properly on their dynomometer. It was 
returned without any horsepower figures. 
The top end was removed. The rings had 
gummed and were stuck—no compression. 
A new piston and rings were installed and 
Pennzoil replaced the Yamalube. 

For the second pre-run Bill Isherwood, 
Lynn Wilson, Carl Hailey and myself 
headed out in a group. We drove the Cycle 
van further south to San Ignacio for this 
trip. Our objective was again to La Paz on 
the bikes following the race course, and 
back to the van. We returned three days 
and 680 miles later—one bike in drag and 
the DT360A ailing. An older Yamaha 
had gobbled its intake reeds and the new 
one would start only with a tow. 

Back in Cycle’s shop the DT360A was 
disassembled front to rear. It had a little 
over 1000 miles on its odometer. Some 
nuts and bolts were missing, the front fork 
springs had collapsed, the rear fender was 
cracked in half and the throttle cable was 
badly frayed. These were normal run- 
ning-in glitches for a dirt bike, and con- 
sidering the hours logged on the Yamaha, 
not bad at all. However, two other impor- 
tant problems had to be corrected. 


The first thing everyone says is, “God, 
that thing’s ugly.” Before anyone has a 
chance to ask, “What is it?” I split. There 
isn’t any quick or simple answer to that. 
It was originally a road test bike, then 
project race bike, then a play bike and 
finally an enduro bike—what it was really 
meant to be in the first place. 

The DT360A Yamaha Enduro origi- 
nally came to the magazine in 1973 
as a standard, fresh-out-of-the-crate 
road test machine. Its arrival and test 
schedule coincided with the preparation 
of Cycle Magazine’s Baja 1000 race 
bike—a Champion-framed 350 Honda 
single. Days were spent hustling about the 
office trying to look efficient, nights were 
spent in Cycle's shop preparing the 
Honda, and weekends were spent pre- 
running deep in the confines of Baja. 

The DT360A Yamaha enduro couldn't 
have arrived at a more perfect time. While 
pre-running on another bike, its foam 
air cleaner dried up and allowed half the 
dust in Baja to pass through into the en- 
gine, which reduced itself to useless, rat- 
tling parts. I needed another pre-run bike 
and the DT360A was it. It could cruise 
easily at 60 mph, the suspension was ade- 
quate for the torturous Baja roads, the 
lights worked well (much pre-running was 
done at night) and the engine and drive- 
line were known to be dependable. 


9 When Yamaha released their 0 
Enduro in 1973, a new machine came 
to life and a tradition died. The 360cc 
enduro had been with Yamaha for four 
years. It had progressed in that time from 
a vibrating, bad handling, feebly sus- 
pended trail monster into a true dual-pur- 
pose bike. It started out powered by an 
unpleasant, piston-port two-stroke engine, 
was coverted to a reed valve intake and 
was finally replaced with Yamaha's MX- 
style engine. The chassis and suspension 
evolved similarly, with the MX units re- 
placing the archaic enduro frame, shocks 
and fork. 

After a lengthy test on the DT360A 
enduro last year (March issue) Cycle 
called it, * .. . the best all-around big-bore 
bike in town." Later, testing the 400cc 
enduro showed that it retained the same 
position as its predecessor. The DT360A 
was a very good bike and the last of the 
360cc enduros from Yamaha- possibly 
from Japan. I lived with the DT360A for 
a season just to see how long it would 
last or how much would be required to 
destroy it. After a year of abuse, which 
oftimes included a little torture for me, 
the 360 enduro captured my affection and 
admiration. I loved it for the hundreds 
of hours we spent together—for the places 
it took me into and always out of. 





model was an absolute necessity. Three 
sections of the course stretched over 100 
miles between checks and gas. A 3.0 gallon 
Vesco Skinny/Fat tank was first consid- 
ered for its bullet-proof durability—all 
polypropyline plastic. But Dale found a 
bigger (3.7 gallon) tank that Hannaman 
Fiberglass was making. It was installed. 

The only trick pieces made for the bike 
were the seat and electrical system. The 
relentless Baja course had Bill Isherwood 
and Dale urinating blood after pre-run- 
ning. The pounding on our kidneys during 
the race would be even worse, and I de- 
cided to have someone build the ultimate 
Baja saddle. A fellow motorcycle club 
member offered the services of his 
Upholstery Unlimited firm. They built a 
Baja Eldorado seat——six deep inches of 
foam comfort. 

There was only a little over a week to 
go before the race; evening puttering on 
the bike turned into intense midnight 
wrenching. Loc-Titing and triple-check- 
ing. Both Isherwood’s Honda and the 
DT360A were down to the final strokes— 
the electrics. The stock six-volt headlight 
is adequate up to 45 or 50 mph; beyond 
that I was effectively blind (my half of 
the race was the night portion). Things 
are unpredictable and dangerous enough 
during the day at 60 or 70 mph; at night 
they could spell disaster if І couldn't see. 


PHOTOGRAPHY: DAVE HOLEMAN 





Early on the тїп (з) stuck in the groove(s). 
A second occurrence showed the oil used to be 
too viscous for the Auto Lube mixture rate. 
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of November), a plan of attack was made. 
There wasn't time to experiment and try 
to squeeze more power from the engine. 
It wasn't as quick as a converted moto- 
crosser, but the DT360A was as fast on 
top end and more reliable. Dale and I 
established a nominal $150 preparation 
budget for the Yamaha. The bike was to 
remain as stock as possible; modifications 
were to be for necessity or safety only. 

Another 400 miles had been logged on 
the engine since it had been re-built and 
it was running perfectly. The gearbox and 
clutch had been switched over to Torco 
80 weight gear oil. The stock chain was 
cleaned in solvent and soaked in a warm 
tub of Harley 60 weight oil after every 
long ride. 

The forks needed help. The seals had 
started to leak and the springs were shot. 
A new pair of seals and two 30 pounds- 
per-inch springs from Tim Witham (S & 
W) were installed along with five ounces 
of Torco 20 weight fork oil in each leg. 
Now the forks worked like those of Euro- 
pean design. Six-ply Chen Shin knobbies 
had long before taken the place of the 
stock rubber. Up front I had mounted a 
3.50 x 21 inch tire, with a 400 x 18 inch 
being all the engine could pull at the rear. 

Because the DT360A couldn't get more 
than 26 to 28 mpg going full tilt, a gas 
tank bigger than the petite 2.4-gallon 


First, the rings had again gummed 
tightly in their grooves. The lack of com- 
pression had required push-starting. The 
blow-by had been so bad that the piston 
was ruined. Another new piston and rings 
were installed after honing the cylinder 
to size. Torco 30 two-stroke oil replaced 
the Pennzoil. 

Second, the induction bell of the carbu- 
retor was loaded with fine dust. This time. 
though. the air cleaner had been regularly 
serviced and oiled. The culprit turned out 
to be a badly fabricated air box that was 
potholed with leaks to atmosphere. The 
air leaks were plugged with silicon sealant 
and the stock air filter was exchanged for 
a pair (one over the other) of Uni-Filter 
foam elements. 

With the engine finally running 100 
percent, it was much, much better than 
before: quicker off the bottom, faster on 
top end (85-plus mph), smoother and 
more tractable. It was a match, in a drag 
race, with our Baja/Honda race bike and 
only shy of a few mph of the four-stroke 
single on the top end. 

Unknowingly, I had contracted a serious 
case of Baja fever. The compulsive urge 
to race the Baja 1000 and a new-found 
liking for the DT360A prodded me into 
entering the race with Associate Editor 
Dale Boller. With just over two weeks to 
go before the race started (the first week 


A year's worth of thrashing proved that 
Yamaha's last 360 Enduro was an overweight, 
underpowered buzzer with a soul for abuse. 
By Dave Holeman 





A a LA^ 2 
The rubber band 


was a must to get the brake 


lever to return. Within a few hundred miles 
the foot peg rubbers split and fell off. 





The stock air filter dried up during one ride 
in talcum powder dust. It was replaced with 
a Uni Filter unit using a double-layer of foam. 
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The Thermo Flow shocks had weak damping but 
they were consistent. Vibration destroyed the 
fender. The soft rim let the spokes loosen. 
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dinary demands on the Yamaha; it was 
nothing more than a fast trail ride. Still, 
its finish wasn’t bad out of 447 entries, 
and I did trophy third A-heavyweight 
among the 52 class riders. 

The next run was the good old Prospec- 
tors Gold Rush Enduro. It was a little 
longer than the first, considerably more 
challenging, and harder on equipment. 
One section involved throwing both bike 
and rider off a sheer eight foot drop-off 
in a bottleneck canyon; there was no other 
way. The Yamaha didn't care for that too 
much and went back wheel over front, 
ripping the seat. The bars got bent and 
the throttle got tweaked. I dropped four 
points and finished 27th overall. Not too 
good but the Yamaha was otherwise in 
perfect shape. 

The third District 37 enduro was an 
AMA National held up in the woods and 
grass of Ballenger Canyon—a welcome 
relief from the desert. The Dirt Diggers’ 
Red Garter Enduro was a much nicer ride 
but with an experts pace. I got lost for 
six minutes right off the start of the 100 
miler and didn’t make it up until the finish 
of the first loop. On the results I was back 
in the three-digit column. None of my 
problems could be blamed on the Ya- 
maha. It hadn't so much as fouled a single 
spark plug. 

Maintenance chores on the Yamaha 
amounted to nothing more than spoke- 
tightening, air filter cleaning, lubing the 
chain and checking the hardware. The 
spokes were a must after every ride. They 
never stopped loosening. Cleaning the 
chain and soaking it in hot oil let it and 
the sprockets live far beyond their normal 
life span. The chain only needed to be 
tightened once every 300-500 miles. I also 
changed fork oil after every long ride or 
enduro, and replaced the transmission 
fluid each 1000 miles. Neither the clutch 
or gearbox ever required maintenance. 

Confidence in the Yamaha led me to 
enter the next enduro—a 500 miler—to be 
held in Baja. It was scheduled for two days 
and ran from the border town of Tecate 
south to San Felipe and back again. The 
year before it had been a cakewalk; this 
year it was murderous. About 280 riders, 
mostly elite desert racers, entered, and 
only 50 were able to finish. The rocks and 
severe pace, with speed averages running 
up to 48 mph, scattered experienced riders 
and bikes from the start to the finish. 
Some didn't get out of Baja for three days. 
Again I got lost following a couple of Baja 
racers (Max Switzer and Casey Folks, Jr.) 
who went down the wrong road. This time 
I was over 20 minutes off in the wrong 
direction. About 40 minutes later I was 
back on course and in the middle of one 
of the roughest and longest rock sections 
I have ever seen. The Eldorado saddle and 
soft suspension saved my body from vir- 
tual disjointing. The engine remained im- 
pervious to the incredible pace and mis- 
takes I made trying to clutch and shift 
without any precision. The Yamaha 
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the Yamaha, 98 percent completed. in the 
corner of my garage and didn't look at 
it for weeks. 

During mid-November and December 
my weekends are taken up by the Last 
Chance Enduro, the annual event my club 
promotes. It’s the final points-paying 
event of the year for Southern California's 
populous District 37. Again the Yamaha 
came to my rescue. I was scheduled to 
take mileage on the enduro course but I 
was without my trusty Maico: its gearbox 
had seized weeks earlier in the Check 
Chase Hare and Hound. I rolled the Ya- 
maha out of the garage and. as usual. it 
fired first kick. About 500 miles of layout, 
mileage-taking and fun-riding later, the 
event came off without a hitch. 

A couple of thousand miles had been 
logged on the Yamaha up to this time. 
It was the first of the year. and enduro 
season was starting again. I needed a bike 
to ride. My Maico was still in pieces but 
the Yamaha was still starting first kick. 
While the Yamaha lacked the impeccable 
handling and muscle of the Maico, the 
Japanese bike had always been perfectly 
dependable. 

The first enduro of the year was a 
straight-forward run 100 miles in length. 
The Yamaha ran flawlessly, its speedom- 
eter (odometer) was spot on, my Heuer 
8-day clock held good time and I finished 
tenth overall—off ten seconds from first 
place. The Iron Horse Enduro wasn't 
tough enough to have made any extraor- 





۶ АЎ Ту 


Montesa fork gators fit perfectly to protect 
seals and chrome finish. Fender is original. 
Speedo lasted but three reset knobs fell off. 





Bill Stewart at Yamaha's R&D depart- 
ment gave me the plans to his super-trick 
Baja lighting system. originally built for 
Mike Patrick and Phil Bowers a few years 
back. Stewarts system was basically a 
standard 360 Yamaha point-type flywheel 
magneto with the two lighting coils wired 
in series to convert the six volts (each) 
to twelve. With a full-wave rectifier placed 
in the line the system had a potential of 
140 watts and would put out 110 watts 
constant. I only needed eight and a half 
amps for a Cibie Super Oscar with a 100 
watt bulb. 

Converting the points-type magneto to 
a 140 watt 12-volt system required nothing 
more than a screwdriver, silicon seal and 
electrical tape. When I tried to mount it 
on the DT360A crankshaft I found that 
it had to be turned down .125" because 
the new CDI flywheel and mating cover 
were smaller. It was machined to size in 
15 minutes on our small Craftsman lathe. 

Only four days then remained before 
the Baja 1000. During the day editorial 
work turned to moving chores while we 
all shuffled typewriters and tools from the 
old office to the new facility. Magazine 
production was being moved out from 
New York, and suddenly not enough 
stories had been completed. Deadline was 
upon us. The Yamaha/Baja race effort 
was called off—stopped dead at the mid- 
night hour. My arguments in favor of 
forging on were drowned out by the pow- 
ers of logic. I was heartbroken. I parked 
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The torquey engine met all but race speed rid- 
ing needs. Limited horsepower and heaviness 
kept spectacular displays to a minimum. 


The super-saddle made day long rides comfor- 
table. Less than 30 mpg necessitated use of 
the monster 3.7 gallon fiberglass gas tank. 
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Windjammer II 
sweeps the wind 
over, around 


and under 
you 






It never 
goes 


through 
you 


You need a fairing to protect you from the wind, rain and cold. 
Windjammer ۱۱ does this the best. Its 
unique aerodynamic design sweeps the 
wind over, around and under you. But 
it never goes through you. You're 
protected from the top of your head 
to below your knees. 

Windjammer II is the best selling 
fairing in the world. 

There's still nothing like it. 


Vetter Fairing Co. Dept. C Box 927 
Rantoul, Ill. 61866 217-893-9300 


We're the first to do it right 
CIRCLE NO. 33 ON READER SERVICE PAGE. 


DUNSTALL GOODIES 


NORTON—HONDA 
KAWASAKI—YAMAHA 


— in stock — 


.CATALOG PROMPT SHIPMENTS 


۱ Chuck full of off-road, 


| ош) Write for price list and all-inclusive 


items for you and your 


ene for you ond catalogue, free, including hundreds 
selection of wide m of other popular CHOPPER, 
(очыш sinks cook TOURING and REPAIR PARTS. 


` ing stoves, and much, 


much more aro avail: Send $1.00 only if you wish AIRMAIL 


ble. 
M. Corpus nene CHARIOT CYCLE LTD. 
maling: Box 3534, Station “B” 
| Winnipeg, Manitoba, Canada R2W 3R4 










MOTORCYCLISTS! 
VAN and PICK-UP OWNERS! 


100 page for 


9201 CALIFORNIA AVE. SOUTH GATE, CA. 90280 
© COPY RIGHT 1974 DICK CEPEK, INC. 





dragged me into the finish at Tecate and 
it was no worse for the wear. I was 34th 
overall. 

Too much confidence in the Yamaha 
and myself enticed me to sign up for the 
next event without hesitation. This time 
it was the Shamrock's Two Day ISDT 
Qualifier held in Barstow, California—the 
navel of the desert. The extremely tough 
course and high averages made it the 
roughest qualifier ever held in this 
country. The Yamaha was 60 pounds too 
heavy, ten horsepower too weak and han- 
dled like a hobby horse on a bobsled run. 
Both the Yamaha and I were fish out of 
water. I sprained my foot (and destroyed 
my boot) when I hit a rock hiding behind 
a sagebrush while running wide open in 
fourth gear. My body was flogged into 
submission at the noon check on the first 
day. It wasn't an event appropriate for 
either the Yamaha or an overweight As- 
sociate Editor. I learned a lesson in hu- 
mility and acquired a deeper respect for 
our ISDT riders. 

Greenhorn was the following run. As 
usual it lasted for two days and 500 miles. 
At the last minute the promoting club had 
mysteriously acquired a National Cham- 
pionship sanction from the AMA. The 
'Horn the year before had been a near- 
disaster in terms of organization. For this 
enduro I had to forfeit the Yamaha ride 
for a jaunt on the Maico Qualifier to finish 
road test evaluations. I slipped offa boulder 
in a rockwash early in the first day and 
twisted an already bum knee. The Ya- 
maha had been loaned out to a friend 
whose Kawasaki was broken. He finished 
both days and trophied in the B- 
heavyweight class. The Yamaha finally 
fouled its first spark plug on the first day 
of the Greenhorn. The event turned out 
to be a disaster with two sets of results, 
dozens of protests, hundreds of complaints 
about its bad layout, people lost, no 
clean-up crews, misplaced checks and in- 
correct mileages. 

The Yamaha was way off-song after the 
Greenhorn. With all the abuse, overwork 
and torture that had been thrown on the 
DT360A, it remained amazingly intact. 
There was a new Preston Petty fender on 
the back, its third rear knobby was down 
to the cords and the aluminum Webco 
skid plate looked like a piece of shrapnel. 
Montesa fork gators protected the seals 
and K&N handlebars increased comfort. 
But the frame was straight and without 
fractures; none of the engine internals 
needed replacement from failure (just 
wear); the chain and sprockets were still 
new-looking after 4500 miles; and the 
rims, though more square than round, 
resisted rust and corrosion. 

After a six-week layoff from riding 
(knee operation), I rolled the Yamaha out 
of my garage's corner. It was still coated 
with Greenhorn dust and I couldn't help 
but murmur, “God, this thing’s sure ugly." 
Key on, gas on, choke on. It fired first 
kick. 9 
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about 90 cubic inches of space. A sweat- 
shirt or light jacket can be rolled up and 
placed in either one without making you 
feel like you're stuffing a sausage. In 
addition there is a small removable pouch 
that fastens to the rear of the pack. Two 
small straps with snaps hold it onto a pair 
of chrome rings on the pack. When re- 
moved it can be slipped around your 
pants' belt. It has a capacity of about 75 
cubic inches; it is sized to hold a wallet, 
checkbook, package of cigarettes, lighter 
and Kleenex with a little space left over. 
When not in use the pouch will fit in a 
compartment for safekeeping. The top of 
the bag has the traditional map case with 
transparent cover. A map folded into a 
8%" x 8?" square slips into the compart- 
ment from the inside of the pack cover. 

Eclipse's tank bag is made of Cordura 
nylon fabric, a material originally used in 
the making of multi-ply car tires. It later 
was discovered by the back-packing in- 
dustry and is used extensively for hiking 
packs. The Cordura feels much like new 
Levis to the touch; the fabric is quite 
tough and pliable. Although not water- 
proof, the tank bag can be made very 
moisture repellent: a spray coating of 3-M 
Scotch Guard will keep the bag's interior 
dry and should last the winter. All of the 
zippered openings have an additional lap 
of material covering the zipper to resist 
moisture or dust leaks. The zippers them- 
selves are all #5 YKK brand with dual 
sliders. They can be opened from either 
side and work equally well in cold or hot 
weather. 

The foam tank pad and main compart- 
ment sidewall support material are of 
four-pound closed cell ethofoam. The 
compartment support keeps the walls 
upright without being inflexible like metal. 
The one-inch thick pad under the bag 
protects the paint of the tank from the 
weight or edges of any objects placed 
in it. The ethofoam will not absorb or 
retain moisture and doesn't degrade 
when exposed to gasoline or oil. The 
surface of the ethofoam is smooth and 
soft, and won't scrub or scratch paint. 

The adjustable-harness webbing is all 
nylon with a rated failure strength ex- 
ceeding 1000 pounds. Both the adjustable 
harness (which holds the ethofoam pad 
in position) and tank bag retaining straps 
attach with Velcro fasteners. All of the 
sewing is done with tough 36/16 Coats 
& Clark cotton-wrapped polyester thread. 
It provides optimum strength for the 
straps while keeping the surface of the 
webbing smooth where it may ride on the 
finish of the gas tank. 

The Eclipse tank bag doesn’t have to 
spend its life resting on top of four gallons 
of gasoline. The bottom side of the bag 
is slotted so it can be slid over a back 
rest if desired. The bag can be carried 
off the motorcycle easily. Inside the bot- 
tom slot are a pair of shoulder straps to 
allow the bag's use as a back pack. 

When we first received the Eclipse tank 
bag we were a bit reluctant about using 
it. When placed on the tank of one of our 
resident Z-1s, the bag appeared certain 
to get in the way, scratch the paint, make 
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9 Carrying anything on a motorcycle ex- 
cept its tool kit is a pain in the lower ex- 
tremity. Saddlebags are great for died-in- 
the-wool tourers, but unacceptable to a 
vast number of riders. Most are big, ugly, 
expensive, permanently-attached luggage 
collectors. The street rider relies on elas- 
tic bungee cords to carry small items on 
the rear of the seat. So long as the pack- 
ages are not spherical, leakable, crush- 
able or bendable, bungee cords suffice. 
But books wilt, papers wrinkle, notebooks 
tear, sack lunches squish, cardboard oil 
cans crinkle and leak, bread loaves 
crease, cantaloupes won't hold still and 
bungee cords break. Besides, passengers 
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can't ride on the seat when it's used as 
a package shelf. 

While tank bags are nothing new to 
motorcycling they have faded from view 
in recent years. The good old European 
leather bags are relics of the past. The 
Japanese-made Corona tank bags lasted 
for 30 days, or until the first rain hit the 
cheap vinyl, whichever came first. Do- 
mestically made tank bags have been too 
costly to produce while imports have been 
either unavailable or unacceptable. 

The Eclipse tank bag we tested is the 
best carrier we have ever seen. Quality 
materials combine with a well thought out 
design to make the bag durable, easy to 
pack and very useful. The Eclipse tank 
bag is one of the few aftermarket acces- 
sories we have evaluated that is virtually 
free of defects. 

The bag's design is simple and efficient. 
It has three flexible compartments. The 
big central compartment is a foot long, 
ten inches wide and over four inches deep 
to offer 540 cubic inches of space. You 
can easily place seven one-quart cans 
of oil in the bag's main compartment and 
zip the top closed. 

The two side storage areas displace 


Good basic design and superb 
materials make the Eclipse 
tank bag an invaluable 

carrier for any street rider. 

By Dave Holeman 
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of items every Friday and taking them 
home in a four-wheeler, we shuffled them 
back and forth daily with the tank bag. 
Refueling is a bit more effort with the bag 
than without. Just pulling open the two 
front Velcro straps of the bag permits it 
to be flopped back out of the way of the 
gas cap. At almost every gas station the 
attendants commented on the clever de- 
sign of the Eclipse bag. Other motorcy- 
clists wanted to know where to get one. 

Repeated inspection of the tank surface 
disclosed no abrasion or scratching at all. 
There were no stains or discoloration. The 
bag never shifted on the tank—sideways 
orbackwards. Bumpy roads couldn'tloos- 
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re-fueling difficult, jiggle off on a bumpy 
road or slide back in our lap in a strong 
headwind. While we didn't think installa- 
tion of the bag would be difficult, we 
guessed that the installation might take 
a couple hours. 

The ethofoam tank pad was first laid 
under the bag to decide on the best loca- 
tion. The bag was centered on the tank 
(side-to-side) then the handlebars swung 
lock-to-lock. The bag was pulled back far 
enough on the gas tank to clear the bars 
and controls. We then pushed the etho- 
foam down firmly to indent it where the 
gas cap was located. A hole was then 
cut out to clear the gas cap and allow 





Refueling takes just seconds longer. Ethofoam pad protects paint. Velcro straps secure bag. 


en it and one lengthy century-plus ride 
failed to disturb the bag. No dust or mois- 
ture seeped into the bag to contaminate 
any of the contents. After five weeks of 
use the map cover hadn't discolored or 
lost any of its transparency. We can lodge 
only one general complaint. The zippers 
are clumsy to use with our gloves on— 
that's it. The Eclipse bags are reasonably 
priced at $32.50. The tank bags are avail- 
able in blue, red and black. You can 
contact Eclipse Inc., P.O. Box 372, Ann 
Arbor, Michigan, 48107 about availability 
of their tank bag. 

If you do a good deal of touring, or are 
planning a cross-country trip or vacation 
this year, a worthwhile investment would 
be two of the Eclipse bags—one for the 
gas tank, one for a backrest. They are 
a lot cheaper than saddle bags and far 
more versatile carriers than other luggage 
systems. The high quality and broad use- 
fulness of the Eclipse tank bag make it 
the most attractive addition to any street 
bike we have seen in a long time. 0 
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clearance for our fingers. This was done 
with an old hack saw blade. 

When the ethofoam pad was in place, 
the retaining harness webbing was laid 
over it. The two cinching straps of the 
harness were adjusted to length (one 
placed above the carburetors and the 
other far forward on the tank) and locked 
in place with the pair of Velcro fasteners. 
The tank bag was then dropped on the 
ethofoam pad and secured at each corner 
with the remaining four Velcro fasteners. 
The entire job took less than 15-minutes. 

One big assumption we made was that 
the bag would only find use on special 
days when we had large, clumsy items 
to carry. We thought the bag would have 
a use once a week or on trips. We were 
wrong. Having the bag on the bike proved 
to be more than just convenient. It be- 
came our habit to use it daily. Virtually 
everything that we have ever strapped 
down with bungee cords ended up in the 
tank bag—including the bungee cords. 

Rather than saving up a week’s worth 





ИТТЕ: S bat meas 
Dual zippers allow right or left side opening. 
Small flap covers zipper for moisture seal. 





The main compartment is flexible and will hold 
seven quart oil cans. Maps slip in cover. 





The slotted backside will slide over a backrest. 
Shoulder straps pull out for back packing. 





would have kept their gold medals 
if they had moved us to the “А” 
(faster) time schedule," said Dick 
Burleson, fastest American in this 
year's ISDT. 

A shoestring budget apparently 
explained why the event was run 
with watches and hand-written 
time cards instead of the custom- 
ary electronic punch clocks. The 
patriotic pens of the scorers were 
seen to slip here and there in favor 
of some of the Italian riders who 
might be more than close to losing 
a mark or two. Errors in schedul- 
ing, however, were by far the most 
important single factor contribut- 
ing to the disorganization of this 
year's ISDT. 

After a tight section on Tuesday 
injured many riders and caused 
some (including an Italian Trophy 
Team member) to lose marks, Clerk 
of the Course Luigi Secchi altered 
the schedule 24 hours later 
(Wednesday evening) to add time 
and therefore preserve the gold 
medals of many individuals. It took 
Mr. Secchi until Wednesday night 
to rescore the section because the 
Jury in an unprecedented move 
had taken control of the Trial out 
of his hands on Tuesday. Soon 
after Secchi's ouster the Jury real- 
ized that their job was to oversee 
the event and not run it, so 
Wednesday night they returned 
control. Secchi then added time (in 
advance) to a section of Wednes- 
day's and Friday's course, and to 





9 Camerino, Italy, site of this 
year's International Six Days Trial, 
was once a fortress of the powerful 
and sometimes devious Borgia 
family and is still the seat of the 
ancient University of Camerino. 
The handling of this year's event 
suggested that the organizers had 
studied with the Borgias rather 
than at the University. 

The emotional and patriotic Ital- 
ians strongly desired a win on 
their home turf. If the World 
Trophy (top prize in the competi- 
tion) was perhaps a bit out of 
reach, they at least wanted the 
Silver Vase (second most presti- 
gious prize). The natives fought 
hard for one of those prizes with 
fast riders and well-built Gilera 
two-strokes. Despite the patriotic 
organization, however, Italy fin- 
ished third in the Trophy competi- 
tion behind the fantastic Czecho- 
slovakians and the consistent 
Swedes. The Czechs took the Silver 
Vase from them also—but only by 
49.3 seconds! 

It was the hottest and driest Six 
Days in recent memory as well as 
the only Six Days to keep to the 
slower “B” schedule for the entire 
week. “I’m not sure what would 
have happened or how many riders 


Italian ISDT 


and Other intrigues 


In 1973 Americans worried that administrative 

snags might embarrass our ISDT. Yankees should never 
have sweated. In 1974 the hosting Italians plunged 

the ISDT into a red-tape briar-patch. The bureau- 

cratic convulsions amid the thorns left many 
competitors hot, scarred and hollering. And guess 
what? The Czechs won the World Trophy again anyway. 
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Left: Jurgen Grein, West 
German DMV Club Team 
member, gasses his 175cc KTM 
towards Thursday’s special 
test. Above: Italy’s blatant 
patriotism was no more evident 
than at the motocross where 
the only flags flying were 
Italian. Right: Early morning 
fog high in the mountains chills 
J. Dauler (Jawa) of the winning 


Czechoslovakian club team. 
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Above: Back 
street riding 
through a tiny 
Italian village 
is a welcome 
break for 
American 
Trophy Team 
rider Joe 
Barker, who 
won a Silver 
Medal. 





a second section of Wednesday’s 
route after the day was over. 

Monday, the first day of this 
year’s ISDT, was quiet compared to 
the rest of the week. In the Trophy 
competition the fast Zundapp- 
mounted West German Trophy 
team led their Czech opponents by 
20.7 seconds at the end of the day 
while the two Italian Vase teams 
led the Vase competition. 

On Tuesday West German Trophy 
rider Reinhard Christel broke his 
wrist when he collided with a 
moped-powered teenager coming 
the wrong way on the course. The 
accident occurred in the controver- 
sial and accident-strewn tight sec- 
tion that was incorrectly sched- 
uled. As a result, the West German 
team dropped from first place to 
eleventh. 

Then on Wednesday night after 
time was added to Tuesday’s sec- 
tion, Italy took the lead in the 
Trophy competition by 32.4 sec- 
onds (team points) over Czecho- 





slovakia. Italy also held a theoret- 
ical lead in the Vase competition 
at the end of Wednesday. The two 
marks their Vase rider Imerio Tes- 
toni had lost were returned the 
next day when time was added to 
the Wednesday tight section. 

On Wednesday evening, how- 
ever, the Czechs became very 
serious. The time had come to 
show the Italians who was really 
the best. All of the Czech Trophy 
and Vase riders went to dinner 
very late that evening. When ques- 
tioned one of them said simply, 
"we have been working." Presum- 
ably their “work” involved scout- 
ing and memorizing the next 
morning's "special test" section. 
In the "special tests" a rider col- 
lects “bonus points" which also 
become “team points." The ‘‘spe- 
cial tests" are timed in seconds. 
Each second equals one point. The 
object is to go as fast as possible 
and collect the least number of 
points as an individual and for 
your team. 
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Top: Patchwork farmland silhouettes Czech motocrosser Jiri 
Stodulka on his way to winning the 250 class in his first ISDT. 
This is the motocross test. Middle: Polish Trophy rider Zenon 
Wieczorek bounces his Jawa up one of the steep rocky sections 
that made this year’s ISDT the roughest in 10 years. Bottom: 
Elegant setting for the Trial was Camerino, Italy. This view is out 
a dormitory window at the University where the riders lived for six 
days. Right: Barbara Mungenast consoles her husband (right) who 
broke several toes and Jim Hollander, who won a Silver medal. 
Both rode automatic Rokons. 














Pos. In 
Class Medal 
11 Bronze 
1۳7 Silver 
28 — 
10 Gold 
24 Silver 
28 Bronze 
54 — 
5 Gold 
11 Silver 
21 Silver 
28 Bronze 
32 Bronze 
35 Bronze 
41 Bronze 
44 — 
58 — 
76 — 
6 Gold 
8 Gold 
24 — 
9 Gold 
11 Gold 
18 Silver 
19 Silver 
22 Silver 
26 Bronze 
30 — 
38 — 
Marks 
Lost Bonus Points 
1 305.4 
1 354.7 
7 687.4 
9 1254.2 
100 2056.1 
101 16827 
302 300.7 (1R) 
506 841.2 (1 R) 
513 1033.5 (1R) 
524 724.5 (1 R) 
643 811.9 (2 R) 
789 1235.4 (2 В) 
910 1525.5 (2 В) 
947 675.0 (2 В) 
1036 938.0 (2 R) 
1020 1266.1 (3 В) 
СҮСІЕ 


American Riders’ Scores 


Team Bike Marks/ Team Points 
100cc 
Trophy ار‎ 37/3515.2 
T25cc 
Trophy Penton 24/DNF MX Test 
Club Penton Retired 4th day with 
injured ankle 
17500 
Club Can-Am 8 
Trophy Penton 18/3329.6 
Club Penton 62/3224.1 
Club Husky Retired 1st day; got 
lost & ran out of gas 
250cc 
Trophy Penton 0/3068.3 
Mfg. Penton 1/3132.4 
Club Husky 13/3205.7 
Mfg. Ossa 33/3394.4 
Club Penton ۰ 55/DNF MX Test 
Club Puch 71/NA 
Club Penton 129/DNF MX Test 
Mfg. Ossa Retired 5th day 
gearbox failure 
Mfg. Ossa Retired 4th day 
gearbox failure 
Mfg. Penton Retired after 2nd day; 
Hit truck, injured knee 
350cc 
Vase Husky 0/3054.8 
Trophy Penton 0/3058.8 
Mfg. Penton Retired 4th day; 
crash, injured 
500cc 
Trophy Penton 0/3128.2 
Vase Husky 0/3183.9 
Vase Husky 4/3204.9 
Vase Husky 5/3353.5 
Club Rokon 9/DNF MX Test 
Club Husky 111/3359.3 
Club Penton Retired 4th day; 
injured arm 
Club Husky Retired 1st day; 


frozen crank 


Final Results 1974 ISDT 


Marks 
Lost Bonus Points Silver Vase Team 
0 245.4 1. Czechoslovakia B 
11 942.1 2. Italy A 
28 574.3 3. Czechoslovakia A 
79 1814.4 4. United States 
455 2023.6 (1 R)* 5. Austria 
600 794.8 (2 R) 6. Holland 
673 2102.0 (2 R) 7. Italy B 
932 1603.6 (3 R) 8. West Germany A 
1249 4033.8 (3 R) 9. East Germany 
1707 991.4 (4 В) 10. West Germany B 
1726 1013.6 (5 В) 11. Sweden 
1944 2391.3 (5R) 12. England B 
13. England А 
14. Spain 
15. France B 
16. Belgium 


Rider 


Dane Liembach 


Paul Danik 
Rod Bush 


Bill Uhl 

Joe Barker 
Dan Young 
John Sitton 


Tom Penton 
Eric Jensen 
Ron Bohn 
Dave Latham 
Ron Lamastus 
Doug Wilford 
Bob Ismaloff 
Don Cutler 


Chas. Vincent 


Don Stover 


Dick Burleson 
Carl Cranke 
Mark Adent 


Jack Penton 
Malcolm Smith 
Dave Eames 
Ed Schmidt 
Jim Hollander 
Ken Maahs 
Tom Shaw 


Ben Bower 


Trophy Team 
1. Czechoslovakia 
. Sweden 
. Italy 
. United States 
. Holland 
. East Germany 
. Poland 
. England 
9. Switzerland 
10. Russia 
11. France 
12. Canada 

*1 Retired. 
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At the end of the "special test" 
Thursday morning the Czechs had 
come from 32.4 points behind in 
the Trophy competition to 118.0 
points ahead of the Italians and 
from 85.7 points behind in the 
Vase to 56.2 points ahead. 

Thursday, the fourth day of the 
event, was the most difficult single 
day in many an ISDT. For shock 
openers, the West German Zun- 
dapp teams retired in protest. They 
had gone to the hospital Wednes- 
day night and found the injured 
Reinhard Christel still in his riding 
jersey. Moreover, the German had 
the same bandages on his wrist 
that had been put there Tuesday 
morning. The West German team 
was already upset by the schedul- 
ing error which had partially 
caused the accident, but the lack 
of hospital care was too much. 

The bright part of "Black Thurs- 
day" (which saw about 30 riders 
injured, 8 seriously) was the 
American thrust into solid fourth 
places in both the Trophy and Vase 
competition. The Americans were 
one of only four Trophy teams left 
intact Thursday night—and the 
Czech Trophy team was the only 
team with no marks lost. 

Friday and Saturday were rela- 
tively uneventful days compared to 
Thursday and ran with a minimum 
of fuss. At the end of Saturday's 
short course of 84 miles (compared 
to 200 to 230 per day for the first 
five days) the last "special test” of 
the event was run. This test was 
a motocross on the grand prix 
course of Estanatoglia. The origi- 
nal schedule of five laps in 20 min- 
utes for the small (75cc and under) 
bikes and seven laps for the larger 
bikes was as unrealistic as some 
of the other schedules. The Jury 
cut the distances back to four and 
six laps. The penalty for not com- 
pleting the required number of 
original laps in the required time 
would have cost many riders (in- 
cluding Americans Tom Penton, 
Malcolm Smith, Jack Penton and 
Bill Uhl) their Gold Medals. Ameri- 
can Eric Jensen boosted Yankee 
spirits by winning his heat in the 
motocross test. The USA ended up 
fourth in both the Trophy and Vase 
competition in the most difficult 
ISDT in ten years. 

The Vase competition proved to 
be a cliff-hanger which was de- 
cided by the motocross. The Italian 
and Czech Vase teams had lost one 
mark each, and in the small classes 
the Italians gave it one last shot 
by blocking so their Vase riders 
could win. But the Czechs did the 
same thing a little better. In chess 
you'd call it checkmate. 9 
70 
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Bol d'Or. It grinds on for 
twenty-four hours. Every minute 
of every hour punishes the pro- 
duction machines which lap the 
circuit Bugatti again and again. 
Daylight evaporates, leaving a 
chill, damp twilight hanging over 
Le Mans. At last the September 
darkness overwhelms the circuit, 
and from a distance the French 
countryside, cool and wet and 
black, seems to soak up the race’s 
noise and light with an absent- 
minded blankness. 





By Bruno de Prato 
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the famous Dunlop Bridge arches. 

The Bugatti-Bol d’Or makes hard de- 
mands on riders. They must deal first with 
the twisting course. Moreover, the weather 
gnaws at contestants because the late Sep- 
tember days at Le Mans are chilly and 
usually rainy. The sky changes momen- 
tarily as banks of clouds roll over the cir- 
cuit in constant procession, pushed by a 
terse wind from the Atlantic. 

And there’s a new driving force at the 
Bol d'Or: manufacturers and distributors 
have become increasingly eager to win. 
This fresh determination raises the stakes 
and propels the riders. Factory interest 
means generous endowments and heavy- 
duty equipment. Riders are quick to feel 
the pressure. Bol d'Or is no longer a bor- 
ing lark. Winning becomes everything. 

Anyone could sense this new urgency 
in the pits. A BMW/Kawasaki clash 
shaped up as the major 1974 battle. Yvon 
duHamel, the AMA front-liner who is also 
a veteran of twenty-four-hour racing in 
Canada, bucked up the Kawasaki ranks. 
The French-Canadian was at Le Mans to 
counter the BMW offensive led by local 
hero (and H-D works rider) Michel Rou- 
gerie. Almost all the name-riders in en- 
durance racing could be found in the pits, 
so the riding talent promised a real race. 

The Kawasaki 900s had made an im- 
pressive debut in the 1973 Bol d'Or. True, 
a big four-cylinder Kawasaki had not won, 
but the machines left everyone talking 
about their remarkable speed and, gener- 
ally speaking, reliability. A 900 had nailed 
down a solid second place, and that was 
marvelous achievement for the first time 
out. In 1974 Kawasaki had no official 
entry, but there was a lot of underground 
factory support for prominent privateers. 
For example, the French importer, 
SIDEMM, entered two special-framed 
900s; one for Yvon duHamel and Chris- 
tian Leon, the second for Percy Tait and 
Jean-François Balde. In total, 18 Kawasa- 
kis sat on the 60-bike grid. 

The rules flex enough at Bol d'Or to 
permit substantial modifications to the 
"production" machines. Hence, only a 
handful of the 2-15 were still at their 
original 903ccs. Most had been bored to 
a full liter, though more adventurous types 
proceeded to 1 100ccs, and at least a couple 
went to 1200ccs. As the race would prove, 
the right choice was an even liter. Beyond 
that, the extra bore cut the cylinder sleeves 
too thin. Further complications arose in 
the crankshaft department. The 7-15 have 
built-up crankshafts with ball bearings 
and cages—which is quite different than 
Honda's solid crank and plain bearings 
all around. The bearing cages proved sen- 
sitive to overloads. The 1100/1200 Kawa- 
sakis carried heavier pistons, and the ad- 
ditional mass, together with the greater 
displacement, wrecked the 2-1 lower ends. 

BMW's works-engines displaced 980ccs. 
There the boring stopped in respect for 
the reliability ofthe crankshaft. The BMW 


crank has a long, unsupported central - 
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hot tips all concerned the proper selection 
of indigestion tablets. This insanity ended 
in 1953 when revised rules permitted 
two-man teams. The result? Boredom 
traumatized the riders more than mind- 
pounding fatigue. 

Nothing dissolves boredom so quickly 
as wheel-to-wheel racing and in the 1970s 
Bol d'Or matured into a long race. Moved 
out of Montlhery in 1970, the Bol event 
switched to the most appropriate place in 
the world for a twenty-four hour event: 
Le Mans. Mention Le Mans and certain 
visions leap forward—bright headlamps 
and open exhausts peeling back the night 
along the Mulsanne Straight. For the mo- 
torcycle event, that's the wrong vision 
since the Le Mans facility has more than 
one track. Circuit Bugatti is shorter and 
more challenging than the car track. In 
fact the two courses share only the pit 
straight. the following fast right-hander 
and the next straightaway over which the 


Bol d'Or is the oldest endurance race 
for motorcycles. Born in the early 1920s. 
the annual struggle has only been inter- 
rupted twice—once for World War II, and 
again in the 1960s when European motor- 
cycling slid to its nadir. Revived in 1969 
as a national event, the rebirth of conti- 
nental motorcycling catapulted Bol d’Or 
back to its old splendor by 1971. 

The day-and-night siege grew up as a 
test of endurance. Until 1953 the Bol pro- 
vided the setting for curious heroics: one 
man on one machine against all other 
combatants for twenty-four hours. The 
poor devils circulated for the entire dis- 
tance without rest or real meals. The mo- 
torcycles, by contrast, were rarely flogged. 
When a rider’s machine would pit, there 
was only time for a sip of hot coffee or 
broth. Riders learned to wolf down sand- 
wiches just as fast as gas tanks could be 
refilled. The great technical discoveries 
had little to do with the equipment; the 





(Above) On left is the official Kawasaki GB entry; 
center, a Honda 750; right, the Japauto 1000 
which finished fifth. 


(Right) The Clive Brown/ Martin Sharp Laverda 
1000 was housed in a Difazio center-hub-steering 
frame; the beast retired after losing its oil. 
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throw which could twist if the engine 
went beyond one liter. The Honda dis- 
placements ranged from a minimum of 
810 to full 1000s. The rest of the ma- 
chines in the field remained fairly “stock.” 
The Moto Guzzis were 850s, the Laverdas 
were either 750cc SFC twins or 1000 tri- Machine Riders Laps Distance Speed 
ples. There were a few two-strokes in the . Kawasaki Georges Godier 650 1798.16 miles 74.93 mph 
field—a couple 750 Kawasakis and one Egli 1000 Alain Genoud 

LZ a Avia ws Gast bt . Kawasaki Rene Guili 641 1772.61 miles 73.86 mph 
est hike at Bol d'Or 1000 Gerard Choukroun 


The appearance of a TZ700 with lights К 
should suggest how far Bol d’Or equip- . Honda 860 Gerard Debrok 638 1765.36 miles 73.57 mph 
J. Claude Chemarin 


ment departs from stock showroom bikes. 1 cs ў 
A standard 750 would be absolutely blown . Kawasaki William Gougy 637 1760.85 miles 73.37 mph: 
away. The juggernaut-engines demand 1000 Guy Husson 

better framing, so all manner of special . Japauto Roger Ruiz 632 1748.20 miles 72.84 mph 
frames surrounded the 900/1000/1100cc 1000 Christian Hughuet 

monsters. Since Circuit Bugatti is an en- . Dholda Jean-Philippe Orban 622 1721.64 miles 71.74 mph 
gine course (Montjuich is a rider's track), 810 M. Stinglhamber 

Hie powerplants have grown siexdily Be» . Moto Guzzi E. Sciaresa 622 1719.20 miles 71:63 mph 
ше sae: елшш: 850 Vittorino Mulazzani 

GP asume Codd ho . Kawasaki Didier Ravel 616 1704.52 miles 71.02 mph 
needed more endurance than speed. But 900 Jean-Bernard: Peyre 

the nature of distance racing has changed. . BMW 900 Georges Maison 612 1692.58 miles 70.52 mph 
Like the 1500-meter run in track-and- Alain Vial 

field, the event has been transformed from 1 . Kawasaki Maurice Maingret 593 1639.44 miles 68.31 mph 
an endurance contest to a prolonged dash. 900 Pierre Brutinot 

To dash requires power, and increased 
displacement is normally the easiest, most 
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(Above) Egli-framed Kawasaki winner hadperfect reliable way to get more power. So fare- 
balance between speed and reliability. well to stock and standard 750s. 

A cold wind blew on Saturday morning, 
chasing off one set of clouds and pushing 
new ones in. It looked like rain, but 
strangely it stayed dry for the start. With 
the bikes lined up along the pitwall and 
the riders across the track, the flag 
dropped at 4 p.m. Riders made the short 
sprint to the bikes and all departed in a 
great thunderclap of noise. 

Frenchman Hubert Rigal, riding a fac- 
tory-entered 980 BMW, led the field on 
the first tour, but he had close company: 
Yvon duHamel (Kawasaki), Helmuth 
Dahne (works 980 BMW), Georges Go- 
dier (Kawasaki-Eglij and Andre Kaci 
(TZ700 Yamaha). Kaci forged out front, 
only to discover that the water-cooled 
Yamaha wanted to bail off the course in 





(Above and right) Guili/Choukroun Kawasaki the high speed right-hand sweeper at the 
had the race under control until a frantic front end of the pit straight. The pace picked 
tire change— followed by a thumping crash. up when duHamel rushed up to lead the 
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head (29 inches from the ground), and its 
55-inch wheelbase is four inches shorter 
than standard. The bike weighs some 100 
pounds less than the stock Z-1. Marzocchi 
forks control the front wheel, while rear 
suspension is Koni. Lockheed hydraulics, 
working on two ll-inch discs up front, 
provide the primary stopping power, while 
a single disc with Brembo caliper slows 
the rear wheel. 

At the close of the fourth hour, the 
Egli-Kawasaki returned to the lead. 
Christain Leon (duHamel’s teammate) 
carried on in second place, though one 
lap behind the leaders. Nearly sharing 
second place, the Dubrok/Chemarin 
Honda 860 hung on to Leon’s Kawasaki. 
Back a distance, the Tait/Balde Kawasaki 
occupied fourth. Following Tait was yet 
another Kawasaki, ridden by French hero 
René Guili, a brave plump fellow who 
has been quite successful in Formula 750 
this year. The German flyers aboard 
BMWs held down sixth and eighth. Sur- 
prisingly the strongest BMW-the 
Dahne/Rougerie R90S—was eighth. 
Dahne had dropped his works 980, be- 
trayed (and decked) by a light rain at 
twilight time. 

The drizzle went unnoticed by most 
riders. Everyone at Bol d'Or prepares 
himself, at least psychologically, for the 
traditional drenching. Rather than a 
downpour, however, the 1974 dampness 
crept up on the riders, and the unwary 
crashed. After raining for about three 
hours, the night sky opened up to a dia- 
mond-like clearness. Under the shining 
moon, the outdoor temperature began to 
plunge: consequently the night coolness 
allowed the track to stay damp until dawn. 
Though Americans might call the racing 
conditions really wet and unpleasant, Bol 
d'Or veterans claimed that 1974 was the 
driest race they could remember. 

The leading teams coped nicely with the 
"dry" Bol d'Or. The Godier/Genoud 
Egli-Kawasaki maintained its lead at the 
end of the fifth hour, though duHamel 
was busy slicing down the margin. Behind 
duHamel the Debrok/Chemarin Honda 
860 clutched third place. The Hubert Ri- 
gal/Jacques Luc works BMW 980 had shot 
up to fourth during the fifth hour, leaving 
Tait behind in fifth and Guili in sixth. 
Michel Rougerie, Dahne's co-pilot, lagged 
five laps behind the leaders in ninth place. 
Italian motorcycles, lacking official fac- 
tory support, produced mediocre show- 
ings. An 850 Guzzi slogged into tenth 
during the fifth hour: a home-prepared 
Ducati 860 droned around in thirteenth. 

By 10 p.m. one thing about the 1974 
Bol d'Or was absolutely certain. The event 
had turned into.a real race with the leaders 
proceeding at an amazing clip. The Ri- 
gal/Luc BMW 980 shoved the duHam- 
el/Leon Kawasaki back to second, 
where it was trailed by the Egli-Kawasaki. 
The 860 Honda, in fourth, remained in 
the hunt. The German machines were 

(Continued on page 89) 
CYCLE 


assumed the lead at the end of the third 
hour, or 7 p.m. 

The "lead" actually amounted to little, 
for the Godier/Genoud Egli-Kawaskai 
trailed by two seconds. Godier and 
Genoud form the most experienced team 
in European endurance racing. They won 
the FIM Endurance Cup 1972 and 1973. 
Part of their invincibility stems from an 
excellent selection of components, and the 
pairs ability to build machinery which 
makes a perfect trade-off between speed 
and reliability. Godier and Genoud opted 
for a 1000 Kawasaki engine—a compara- 
tively mild engine next to F750 equip- 
ment. The horsepower may have touched 
80 at the rear wheel, but the engine pos- 
sessed a lot of torque. The Godier/ 
Genoud 7-1 never ran more than 9000 
rpm for the sake of longevity. The bike 
got quick lap times from its good han- 
dling, not sheer brute horsepower. The 
unique frame built by Fritz Egli in Swit- 
zerland made all the horsepower usable, 
so the bike could make up straightaway 
losses in the first series of corners. 

The Egli uses a huge four-inch single 
backbone tube which provides great tor- 
sional rigidity: the carefully calculated 
frame geometry produces both out- 
standing stability and maneuverability for 
a 1000cc bike. The Egli-Kawasaki looks 
small, and is: about the size of a 350. 
Compared to a stock-framed Kawasaki, 
the Egli is four inches lower at the steering 
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Early Sunday afternoon the Luc/ Rigal BMW 890 led, but the engine began to falter; 


race. If the French-Canadian had planned 
to shake his pursuers, the scheme didn’t 
work. At the end of the first hour, du- 
Hamel had plenty of hangers-on: Godier, 
Kaci, Tait (SIDEMM Kawasaki), Dahne, 
1973 winner Gerard Debrok (semi-works 
Honda 860), and the fastest qualifier Phil- 
ippe Coulon (aboard a slightly detuned 
F750 Kawasaki H2R). 

Traditionally two-strokes have been 
considered almost totally hopeless for 
day-long racing, but this "certain knowl- 
edge" may be changing. In the 73 Bol. 
a 350 water-cooled Yamaha went the dis- 
tance, though it was wheezing at the end. 
And at the Montjuich 24-Hour Race in 
1974, a stock Kawasaki 750 nearly placed 
second before retiring with a broken 
transmission. How long Coulon's engine 
might have lasted in the 1974 Bol d'Or 
remains a moot point, because Coulon 
threw his bike away coming out of the 
tight bend which leads on to the pit 
straight. The crash scrapped the H2R, 
ending Coulon's ride. The other thinly 
disguised F750 machine, the Kaci TZ700, 
later met its end less dramatically when 
a holed piston knocked the water-pumper 
out of the race. 

By 6 p.m. Yvon duHamel had pulled 
out 27 seconds on the Georges Godier/ 
Alain Genoud Egli-Kawasaki, which held 
second place over the Gérard Debrok/J. 
Claude Chemarin Honda 860 by a scant 
two seconds. Charging hard, the Honda 





its slowdown put worried faces on BMW's Helmut Dahne (looking right) and Engineer 


Von der Marwitz (with sunglasses). 
74 








in number one spot with an et. of 3 
at 163.93 mph. Cool and professional, T.C. 
recognizes the limitations posed by his 
torquey 200 horsepower in-line double. 
With weight distribution a major traction 
factor,-he indicated recently during an 
interview with the British weekly Motor- 
cycling that perhaps next season he would 
have a side-by-side double with the en- 
gines placed well back in the frame. One 
competitor appeared at Atco with a pair 
of Sportster engines arranged side-by- 
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sandy low-land plain that appears to have 
barely recovered from a defoliation bar- 
rage. When Collins arrived late on a cool, 
sunny, October Saturday morning, word 
spread through the pits like a hungry virus. 
“Collins is here.” To find him, you need 
only spot the gawker’s knot which milled 
around the crew. Peeking over shoulders 
and through crooked elbows, folks 
watched the sorting process, held their 
breath, and hoped that Collins would 
exorcise the magneto and fuel injection 
gremlins whose antics prevented him from 
going any quicker than 9.50. 
Meanwhile, T.C. Christenson took ad- 
vantage of three years development and 
qualified his ninety-inch double Norton 


BIG ATCO © 


Atco is the country’s oldest and most important drag racing 
event. This year it was made more so by the appearance of 

Russ Collins and his triple-engined fuel Honda, and Russ 
made believers out of the Eastern drag racing establishment. 


€ You've seen it here in four color. You've 
digested the details and let your imagina- 
tion transport you within hazy grasp of 
its reality. You still have to stand next to 
Russ Collins' great log of a triple-engined 
Honda Top Fueler to believe it. Even 
then, with thick rubber smoke tying your 
stomach into knots like a boy scout win- 
ning a badge, and acrid nitro fumes cook- 
ing the sensitive membranes of your eyes, 
nose, throat, and lungs, you still might not 
believe it. 

A lot of people wished to try, and they 
converged upon Atco Dragway like chil- 
dren upon a school play ground at recess. 
Atco lies about an hour south of New 
Jersey's industrial arm-pit, nestled on a 
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record Top Gas qualifying run of 9.189 
at 156.52 wasn’t any sort of accident. He 
worked his RC Engineering double 
Honda through the field to the final round 
where he bumped Alex Varner’s double 
H-2 Kawasaki time of 10.085 at 139.31 
mph with a 9.338 at 152.54 mph. 

First and second place Pro Stock quali- 
fiers Mike Bruso, Z-1, and Bob Carpenter. 
H-2. dusted the competition into a story- 
book final round. They had been tripping 
the Chrondeks within hundredths of one 
another all weekend, but Bruso’s dis- 
placement advantage proved too much for 
the two-stroke 750. He won with a 10.324 
at 128.38 mph against Carpenter’s 10.355 
at 132.93 mph. 

Third place Jr. Gas qualifier Mike 
Bruso appeared headed for a double 
championship after he eliminated 
O’Brochta’s number one qualified mean 
green 7-1 in the third round, but second 
place qualifier Eraldo Ferracchi had other 
plans. He just barely nipped his faired 
Honda by Bruso at the top end in the final 
run with an et. of 9.764 at 141.95 mph 
against Bruso’s 9.864 at 138.67 mph. Sixth 
place Jr. Fuel qualifier Ed Smalley went 
home with a hand full of cash and a 
trophy after beating first place qualifier 
Bill Smith’s 10.595 at 140.62 mph with a 
10.331 at 135.13 mph. Smalley’s time 
would have put him on the trailer after 
the second Jr. Gas round. 


each. but its undulating path down the 
strip indicated a flagrant disregard for the 
benefits of rigid frame construction. 

Bob Mauriello on Sonny Routt’s cobby, 
carbureted double Triumph finished the 
day with a second best time of 8.87 at 
165.44 mph. Dick Prime went 9.11 on his 
double Harley. and Ed Knight qualified 
his single Harley fourth a scant two- 
hundredths of a second behind Prime. 
Dan Cooper owned the 9.22 bump time. 
Collins failed to make the field. the crowd 
grumbled. and AMDRA’s director Roy 
Strawn, in deference to Collins and Danny 
Johnson who hadn't arrived in time to 
make any runs. scheduled a ninety minute 
Sunday morning session for all pro classes. 

A wise decision it was, because Collins 
had his program together and uncere- 
moniously bumped Mauriello to third 
with an 8.77. Mauriello would have none 
of it and returned the favor with an 8.70. 
Poor Danny Johnson. His eight and one 
half inch slick refused to have anything 
to do with the pavement under it. He 
persevered and despite the smoking tire 
managed to squeak lhis gorgeous double 
Sportster into fourth slot with an 8.94. 
Everyone appeared pleased with the 
morning's results while they yawned 
through the trophy class qualifying runs 
and anticipated the afternoon's finals. 

Final elimination runs began at two 
o'clock. and Terry Vance proved that his 
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Of all the things that give drag racing appeal, 
latitude given to, and ingenuity displayed by. 
its competitors make it a feast for both racers 
and watchers. Turbocharging and an S&S carb add 
authority to this competitor’s Honda CB-750. 


Freshly shod with an enormous M&H drag slick 
and all gremlins exorcised, the "Atcheson, 
Topeka and Santa Fe” gets ready for business. 
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A matched pair of Harley-Davidson Sportsters 
sit side-by-side in this Top Gas rig. Poten- 
tial was there; consistency wasn't. 


Trimmed to the bone with a dry clutch and 
Јешеа to the limit with a set of home-made 
cylinder heads, this Kawasaki reflects. what 
ingenuity drag racers are made of. 


A tachometer-view of T.C. Christenson as he 
warms the rear tire prior to making a pass. 
TC, with a double-engined Norton, was out- 
displaced by Collins, and lost in the semis. 





Christenson, Collins. Mauriello. and 
Johnson made the third round of Top Fuel 
eliminations without raising a single gasp 
of surprise from the crowd. Finally we 
were going to witness the head-to-head 
Christenson-Collins confrontation we'd 
hoped for. The minutes between burnout 
and green light brought the crowd to its 
feet and sat them down again in a little 
over eight and a half seconds to sulk in 
disappointment. Collins won easily with 
an 8.577 at 167.28 mph against 8.784 at 
155.47 mph. Danny Johnson went up in 
smoke and returned a 9.278 at 166.97 to 
Mauriello's 8.800 at 162.74. 

The sun slipped behind the horizon as 
Collins and Mauriello prepared for the 
final showdown. Mauriello picked his line 
in lane one and swept away the pebbles 
and bits of rubber that had accumulated 
during the trophy class eliminations. An 
incongruous match. this—Mauriello's 
Routt Triumph. complete with antique 
Amal remote float G.P. carburetors, and 
Collins’ Hilborn-injected super-sophisti- 
cated and costly triple Honda train. 8.473 
seconds after the green light. Atco was 
history. Collins speared the lights at 171.42 
mph and went home with all the quarters. 
As Roy Strawn lined the bikes up for 
trophy presentations, everyone asked, 
"Can the seven-second quarter mile be far 
away?" Not if Russ Collins has anything 
to do with it. 9 
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9 A while back, double-engined Triumphs stood at the top of the Open 
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Fuel dragster class. In the mid-Sixties Leo Payne discovered that 
a slider-clutched, single-engined Sportster gulping suicidal per- 
centages of nitromethane and propylene oxide could out-ET the best 
of the Triumph doubles. and big-inch Sportsters became the kingpins 
of Top Fuel. In 1972 and 1973, John Gregory engineered fuel injection 
and a scientific clutch-transmission for T.C. Christenson's Kenosha- 
based "Hogslayer" Norton double, and science, all of a sudden, be- 
came the new scourge—along with expense. Danny Johnson built this 
country's first competitive double-engined Sportster fueler, and 
science, in 73. combined with displacement and the Mighty Nitro 
Dose to brew up the shape of the future. Johnson's double crashed 
before it could be fully developed, but his competitors noted the 
bike's ETs and terminal speed figures and figured Johnson was on to 
a Good Thing indeed. He was. If the Ontario SuperNationals can be 
of any use. the New Orthodoxy is Johnson Orthodoxy: two mighty 
Harleys. a little science in the drive line, and nitro percentages 
suff enough to make Garlits wince. Gone are single-engined Harleys 
and Triumph and Norton doubles: only Russ Collins stands between 
the new monsters and total drag racing dominance. 
Jerry Cox’s single-engined Sportster is typical 
of early Seventies technology. The engine displaces 
over 90 cubic inches, has a two-piece rear wheel 
and a monster-slick, a semi-slider clutch and a 
single S&S Nitro carburetor. Bikes like this have 
been capable of running consistently in the low 
nines and very high eights at speeds of 166-168 
mph, and have a history of easy maintenance and 
pleasing reliability. But the singles now are 
% second slow, and no amount of reliability 
is going to make up for that. 
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Numbers-wise, drag-lion Joe Smith 
dominated the Ontario meet with 

his relatively new double-74 fuel 

rig. He topped Boris Murray’s 
long-standing mph record (174.75) 
with a blast of 176.47, and he 

bagged the NHRA ET record with an 
8.201 run against Danny Johnson 

in the second round. And Smith’s 
double has already been sold! 





Here’s your winner: Marion Owens, all 
the way from Oklahoma City with 
another double-74. Owens crashed on 
the top end in qualifying. but the 
Owens crew got everything back to- 
gether, and “Big Carl” marched through 
the field with times of 8.304—165.74, 
8.406— 155.70, and a final 8.387— 
160.71. All of his runs were under the 
existing NHRA record. and when Joe 
Smith's double 74 snapped its chain 

in the final Owens was home free with 
a hard-earned win. 








With nothing to lose and everything to 
gain. Terry Vance legs the RC Engineering 
Top Gas record-holder off the Ontario line. 
Vance went to the second round when 
Collins’ triple broke its chain. In the 
second round. event winner Marion Owens 
put the gasser where it belonged: in the 
van. Still. the Vance-Hines Honda double 
ran hard (156.52 mph). and looks to be the 
first Blackie Carbon bike into the eights. 


Gates equipped Russ Collins’ wondrous Honda 

Triple with some experimental Gilmer belts 

and pulleys, and solved the bike's engine- 

coupling problem. But after qualifying well 

the triple broke its final-drive chain in the 

first round, and Russ was on the trailer. 

The triple is the only bike in sight capable 

P ASK , of running with the new double Harley-Davidsons. 
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centric shaft. Remember, the rotor is an 
exceptionally hefty chunk of metal, and 
the shaft that supports it also supports a 
pair of solid flywheels on either side of 
the housing. Remember too that the ec- 
centric motion of the rotor places enor- 
mous pressure on the bulge. The necessary 
solution is an ultra-high pressure trochoi- 
dal oil pump. located just inboard of the 
breaker points housing and powered by 
the same shaft that acts as the points 
breaker cam. With a system of pressure 
regulators and bypass valves that route oil 
around the oil filter and oil cooler should 
they become clogged. maximum pressure 
is maintained at 100 Ibs./sq. in. Why so 
much? To lubricate—and cool—the eccen- 
tric shaft’s rotor bearing surfaces and the 
bearing material inside the rotor. Were 
the bearing a roller or ball type this kind 
of oil pressure would not be needed; but 
a ball or roller bearing assembly wouldn't 
be nearly strong enough to face up to the 
rotor's pounding. 

Thats the simple part of the RES's 
lubrication system. Lubricating and 
maintaining the rotor's sealing edges has 
been historically one of the Wankel en- 
gine's toughest problems. NSU, the first 
company to do any significant develop- 
ment work on the rotary concept, began 
with carbon as a tip seal material. They 
did not like its wear characteristics, and 
in 1967 replaced carbon with an alloy 
called IKA. While the IKA worked well 
at constant high temperatures it was un- 
happy when faced with cold starts, tem- 
perature variations and short hauls. After 
that NSU switched to a material known 
as Ferotic—and Suzuki uses a material in 
its Wankel that goes by the same name. 

The tip seal, or apex seal. has a lousy 
job to do. It has to seal the igniting fuel 
mixture across a broad face while travel- 
ing at high speed rubbing against the 
epitrochoidal housing. To make matters 
worse, it also has to seal a given face from 
the face ahead of it, and the one behind 
it—both of which are doing different jobs. 
As one face is operating on the intake/ 
compression cycle, another is in the throes 
of combustion and the third is pushing 
spent gases out the exhaust port. You 
would expect some fancy engineering to 
have been done in the apex seal area—and 
you're right. Each seal comes in four 
pieces: the center seal, two side seals and 
a single-leaf spring. The center seal, made 
of a mixture of cast iron and titanium 
carbide, is angled on either end. The side 
seals have complementary angles, and 
wear at a slightly higher rate than the 
center element. The spring pushes up 
against the two end seals, forcing them 
to maintain tight contact with the center 
element, the rotor housing and small por- 
tions of the side housings. 

The spring does not provide all the 
pressure necessary for sealing, how- 
ever—just as ring tension does not provide 
all the tension necessary for sealing a 

(Continued on page 86) 
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the engine became the hotter it became. 
the hotter it became the heavier it became, 
and the heavier it became the more ex- 
pensive it became—until it was so hot, so 
heavy and so expensive that Yamaha 
shelved it. Suzuki has had the same prob- 
lems, and will face monumental emissions 
complications a year or two from now. 
But it has elected to solve today's prob- 
lems, and is gambling that it will be able 
to solve tomorrow's. The problems are 
tough: the solutions have necessarily been 
complicated, and likewise the hardware. 

A Wankel engine runs hot, for the same 
reason it runs dirty: surface to volume 
ratio. Considering the volume of the ig- 
niting fuel-air mixture, there is in the 
Wankel a lot of metal exposed to the 
charge's heat. In the future the surface-to- 
volume problem is going to call for extraor- 
dinary emissions technology. For now. 
it calls for thoroughgoing heat dissipa- 
tion engineering, and that engineering has 
been expended on the RES. It is equipped 
with a generous radiator. an automotive- 
sized water pump, and a network of pas- 
sages through both side housings and the 
rotor housing that is extremely clever. 
Cool water is routed directly from the 
pump to that portion of the RE that gets 
the hottest—the portion that is exposed to 
burning and burned gases. The water 
moves past the hot region: it then en- 
counters a notched partition, which sends 
part of the now-hot water directly to the 
outlet port and back to the radiator, and 
part of it back through the rotor housings 
to a cooler area of operation—the area of 
intake. Because part of the water has al- 
ready been routed back to the radiator, 
the remainder flows somewhat more 
slowly and distributes the heat it has 
picked up into the cooler portion of the 
RE. What would otherwise be significant 
thermal imbalances between parts of the 
RE are thus brought into balance, and case 
distortion is reduced. 

The radiator takes care of cooling the 
housings and redistributing heat. That 
leaves the rotor, which cannot be water- 
cooled. Because of the surface of the rotor 
that is exposed to the fire of combustion, 
exceptional measures must be taken to 
keep its temperature down. The Triumph 
engineers cooled the rotors in their Wan- 
kel with a system of inducted air (Cycle, 
November 1974). Suzuki does it by di- 
verting part of the oil used to lubricate 
the eccentric shaft into a cavity within the 
rotor. As it absorbs heat from the rotor 
the oil is displaced and flows indirectly 
back to the sub-engine sump. from whence 
it is force-circulated through a good-sized 
oil cooler that comprises the lower part 
of the radiator. As Suzuki points out, 
special efforts to cool the rotor are nothing 
extraordinary; four-stroke pistons, after 
all, are cooled by a spray of oil from the 
crank pins, and two-stroke pistons are 
cooled by the fuel-air mixture. 

Lubrication is another Wankel diffi- 
culty—particularly lubrication of the ec- 
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become clear that the Suzuki rotary is the 
most elaborate motorcycle ever offered to 
the public. Honda CB-750s, Suzuki 750 
water-cooled threes, and Kawasaki 903s 
become erector sets by comparison. The 
RES has two ignition systems, two 
methods by which the engine is cooled 
and a novel means by which the mufflers 
and header pipes are cooled, two lubrica- 
tions systems, and essentially two carbu- 
retor systems. Monitoring. metering and 
safeguarding all these systems is an elec- 
tronic and mechanical maze of indicator 
lights, vacuum switches. magnetic floats 
and thermal resistors lurking inside dif- 
ferent tanks, sumps and cavities, conver- 
tors, amplifiers, thyristors. capacitors. 
screens and filters, thermostats, pumps, 
regulators, relief valves. vents, check 
valves, diaphragms, baubles, bangles and 
bright shiny beads. No motorcycle was 
ever more complex; few automobiles have 
been any less. 

There are several reasons for the com- 
plication. First, the rotary engine makes 
its manufacturer pay a price for its advan- 
tages. and that price is heat. A Wankel 
engine is a hot little bugger that does not 
like to be hot, with ultra-high exhaust 
temperatures that discolor header pipes 
and scorch skin. The heat has to be dis- 
sipated or terminal and irreparable warp- 
age will ruin the engine. Since there is 
so much of it more than one system must 
be used. Ergo a large radiator сит fan, 
a generous oil cooler and Buck Rogers 
air inlets in the header pipes. Second, 
Suzuki could not afford to deliver unto 
a skeptical motorcycle universe a bike that 
was both radical technically and unreli- 
able in service. For the rotary to have a 
chance at all it would have to hum down 
the road for a shocking number of miles 
without an excess of maintenance grief. 
As British master-engineer Doug Hele 
pointed out upon the presentation of the 
Trident and Rocket Threes late in the 
Sixties, complexity does not necessarily 
lead to unreliability; there is no relation- 
ship in a well-deisgned product between 
number of parts and number of failures. 
And third, Suzuki has always had a pen- 
chant for breaking new ground. Honda’s 
technological brilliance has been the bril- 
liance of the detail; Suzuki, since the days 
of the screaming little Hustler X-6, has 
ranged far afield in search of the eye- 
popper. As Mr. S. Kamiya, the head of 
Suzuki’s rotary project, pointed out, Su- 
zuki feels obligated to be progressive, if 
for no other reason than to satisfy the 
needs of a progress-sensitive society. Su- 
zuki has also had an historical thirst for 
ingenuity that borders on a gadget- 
complex. and a feeling that it can solve 
problems that other companies would 
rather side-step. Yamaha was well down 
the road with its own (dual rotor) Wankel 
when it encountered drawbacks in weight, 
heat and engine emissions. The cleaner 
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finest road and compari- 
son tests in the field. 

The one: 

CYCLE Magazine. 

Results: motorcycle 
reports you can read with 
confidence. And assur- 
ance. Thatonly one motor- 
cycle magazine's editorial 
staff performs such thor- 


R ough, consistent and re- 
J sponsible testing. 


With magazines, too, 
the whole is no better than 
its parts. And CYCLE's 
road and comparison tests 
are only one part of many 
that make CYCLE the best 





Thats how it is with 
motorcycles. And why, be- 
fore CYCLE's editors tell 
you how a bike will stand 5 
up, they tear it down. : 
Working parts are exam- * 
ined, and cross-examined, Ч 
in our test shop. я. 

Then it's reassembled. ۳ 
For the toughest road test : 
our editors can dream up. & 
They test it for accelera- 
tion. Stopping. Handling. 
Tractability. Vibration. And 
then they check it some 
more, and test it some more. 

And nothing, but nothing, 
is left to guesswork. 


A dynamometer is used to check magazine—and the biggest—in the field. 


When it comes to giving you the infor- 
mation and the reading pleasure you want, 
one magazine leads the way. 


Cycle 


The One 


Read by 7 out of every 10 buyers 


of new motorcycles. 


Ziff-Davis Publishing Company, One Park Avenue, New York, N.Y. 


horsepower. Decibel meters to measure 
noise. Electric timers and Dye Charge Guns 
to gauge braking force. 

Then, and only then, will CYCLE’s editors 
report their test findings to readers. 

Only one magazine goes to these 
lengths to bring its 400,000 buyers the 
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Satisfying millions of 
motorcyclists is easy. 


Pleasing a demanding 
few is tough. 
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That's the way we build motorcycles. 

For example, they have an ISDT quick detach rear hub. 
You won't be changing rear wheels often, if ever. But you 
might be in a race next Sunday, when seconds count. 

And, while you're on pavement, the competition type front 
fork may not mean too much. Until you hit a chuck hole or 
until you decide to take to a trail. 

What in the world are you going to do with a resettable- 
in-either-direction odometer? Maybe nothing. But then you 
might be in an Enduro in the spring. 

The Trials Universal tires aren't just there to create a 
sporty look. You'll know why we included premium rubber 
the first time you do serious dirt riding. 

CDI ignition and oil reservoir within the frame are features 
you should know about but can forget about. Because the 
problems they eliminate will never come to your attention. 

We take care of all the little things. 

For those who make a big thing 
about taking care of a bike. 


Harley-Davidson 


$, 


It doesn't take a huge number of machines to satisfy the 
select few who appreciate something special. But they do 
have to be special. And the exciting new limited edition 
Harley-Davidson SX-250's and SX-175's are exactly that. 

You'll see why when you consider the Harley-Davidson 
rider. Ever notice how he takes care of his machine? Ever 
wonder why he's so particular about keeping his bike as 
perfect as the day he bought it? 

There is a very special way a Harley-Davidson owner feels 
about his bike. 

And over 70 years of Harley-Davidson craftsmanship just 
might have something to do with making perfectionists out 
of enthusiasts. 

At Harley-Davidson, quite simply, we're not out to please 
everybody. We're out to meet the requirements of a 
demanding group of knowledgeable, sophisticated riders. 

If you're one of them—regardless of the kind of riding you 
do—you know precisely what we mean. 

You may not need every feature on your SX-250 or SX-175 
right now. But when you're ready, they're ready. Because 
they're already there. 
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I. NOT SMART be- 


cause I’m the boss. I’m the 
boss because I’m smart. 

And in my business, 
you're smart if you're hon- 
est. Thats my main motto, 
and that's why my mechan- 
ics, Bob and Larry, they get 
a fair shake for a fair day's 
work. And my customers, 
they get good service at a 
fair price. "It's always a fair 
day at Ted's” is one of my 
other mottos. 

So when that slickeroo 
shoe salesman attacked my 
integrity, he hit me where I 
live. He said I'm not loyal to 
my own business. Because 1 
ride a motorcycle. Then he 
asked me what people would 
think if he tried peddling 
shoes in his bare feet. I told 
him maybe he's gotta wear 
shoes to sell em, but I don't 
have to drive cars to fix 'em. 

He wasn't convinced, not 
at all. So I dropped the 
whole matter, even though I 
could have told him a lot 
about my KZ-400D. Like it's 
the bike Kawasaki makes 
for commuters. And it's a 4- 
stroke, 400cc, with an electric 
starter, front disc brake, 
and more fun than any car I 
ever drove. 

So riding my bike is just 
part of bein' smart. Besides 
I work hard enough runnin’ 
this place, why shouldn't I 
have a good time gettin’ 
here? 

But let me tell you the 
trouble with a guy like that. 

“It takes too much convincin’ 
to tell him what he’s missin.” 
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Kawasaki 
lets the good times roll. 


Good times include riding safely. We recom- 
mend wearing a helmet and eye protection, 
keeping lights on and checking local laws 
before you ride. See Yellow Pages for near- 
est Kawasaki dealer. Member Motorcycle 
Industry Council. 
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dodgy when you're trying to co-ordinate 
front brake and engine “speed with the 
same hand during downshifting. Snap the 
transmission down into first or second 
with not enough engine speed and the 
back wheel begins to hop and chirp: do 
it going around a low-speed corner and 
you might find yourself going not around 
it, but down on it. As we indicated earlier, 
it constitutes the only sloppy engineering 
on the whole RE5—but Suzuki must at- 
tend to it as soon as possible. 

And finally to last of the engine's sys- 
tems that merits specific discussion: the 
ignition. Because of the high degree 
(compared to a reciprocating four-stroke) 
of inlet charge contamination present at 
low speeds, Wankels have been bothered 
by inconsistent and unpredictable perfor- 
mance on overrun. Knock off the throttle 
on a bare-bones rotary and the engine may 
slow down. Or it may speed up. Or it may 
speed up and then slow down, or slow 
down and then speed up. So Suzuki has 
developed this very special two-for-the- 
price-of-one points-equipped CDI spark- 
maker, and here's how it works. Under 
normal conditions, a dual-lobe breaker 
cam bumps a points assembly, and the 
spark plug fires every rotor face that pre- 
sents itself. Well and good. But snap the 
throttle closed at speeds of 1700 rpm and 
up (the tachometer communicates with the 
ignition system) and the dual-lobe cam 
is switched out of the circuit. Switched into 
the circuit is a single lobe cam, on the 
same shaft and farther inboard, with its 
own points assembly. This assembly 
causes the spark plug to fire alternating 
rotor faces, and smooth, predictable de- 
celeration is the result. How does the igni- 
tion know you've suddenly chopped the 
throttle? Because there is a vacuum switch 
that responds to changing carburetor con- 
ditions and communicates with a speed 
relay in the ignition circuitry. Like every 
other novel and complex feature on the 
RES, the ignition works. There’s a consid- 
erable amount of popping, banging and 
belching that emanates from the tailpipes 
on overrun, but deceleration is indeed 
remarkably smooth and, in the lower 
gears. powerful. 

From the tip of its crease-edged front 
fender to the ends of its husky mufflers 
the RES is aswarm with styling touches 
that range far from convention. But the 
two most controversial elements are the 
instrument housing and its plexiglass 
cover, and the cylindrical taillight housing. 

In between the RES is alternately mas- 
sive (the engine and its systems), re- 
strained (the black. cylindrical air 
plenum). perplexing (the not-quite-flush 
gas filler cover; the falsie that hides the 
lower fork triple-clamp: the venetian 
blind that calls attention to the radiator), 
and delightful (the clean and lyrical ac- 
cents on the tank). Suzuki has to know 
that styling novelty has not generally met 
with buyer acceptance in the United 


States. The early Harley-Davidson Su- 
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valves and cables necessary to assure 
proper carburetor function. 

It’s a two-barrel carburetor— just like the 
one on your Regsipper Six. The primary 
barrel measures 18mm and feeds the pri- 
mary ports through a long runner and two 
small inlet passages. Below the primary 
system is the secondary system, consisting 
of a mechanically-limited, vacuum- 
operated accelerator pump. a 32mm car- 
buretor throat, a long, sinuous runner and 
an additional butterfly valve in the rotor 
housing. No fewer than five cables control 
the activities of the big Mikuni: one stays 
in touch with the auxiliary oil pump, two 
control the port butterfly valve and two 
operate the primary metering system. Also 
included on the carb are a generous as- 
sortment of linkages, vacuum accumula- 
tors, booster rings and enricheners. 

Everything that is on the carburetor. 
and in the carburetor, has to be there. The 
port valve keeps exhaust from contami- 
nating inlet mixture when the inlet port 
and the exhaust port are communicating 
with a common rotor face. The cable 
running to the pump has to be there, 
because the pump has to be there. Two 
barrels are necessary because of the Wan- 
kel’s low-speed operating characteristics, 
and the accelerator pump has to be in- 
cluded to perk up throttle response. 

Complicated carburetors have been 
around and in service for years. The five- 
pound Mikuni pales to simplicity when 
compared with a brace of four-barrel 
Rochesters, for example. But what problems 
may arise will not arise necessarily from 
its complexity: they might arise from its 
cable systems, which not only have a ten- 
dency (like all cables) to stretch, but which 
have to be adjusted not only in response 
to their particular function, but to each 
other as well. The port valve begins to 
crack when the primary butterfly has been 
opened precisely 36 degrees: the vac- 
uum-operated secondary valve is unable 
to begin to open until the primary valve 
is open 4l degrees: and the accelerator 
pump is unable to operate until the pri- 
mary valve has been opened at least 
half-way. There's a helluva symphony 
going on inside the carburetor too. with 
a very automotive-looking load of by- 
passes, biasing pipes. air and fuel jets. 
nozzles. diaphragms. check valves, floats, 
filters and strainers. It all works splendid- 
ly—all except the little problem with the 
auxiliary oil pump which, you will recall. 
meters oil into the float bowl for tip seal 
lubrication. The oil pump is out of synch 
with the rest of the system. The throttle 
has to be twisted a goodly distance before 
any engine speed increase is detected. 
Why? Because the oil pump has to be 
cabled into operation before the engine 
can safely begin to work. The first fist-full 
of twist performs this function: the second 
opens the primary butterfly valve. No 
amount of adjustment can dispel the slop. 
and while one can get used to it after 
a time. it becomes difficult and a little 


conventional reciprocating engine. The 
balance of the pressure comes from the 
gases themselves. The apex seal is de- 
signed to rock in its bore and adjust con- 
stantly to a shifting relationship between 
itself and the housing against which it 
rubs. In the process of rocking. high-pres- 
sure gases are admitted beneath and be- 
hind the seal, forcing it into still-tighter 
contact with the housing. 

The rotor faces have to be sealed not 
only from each other but from the sides 
of the rotor. Handling the chore for each 
face are corner seals and corner seal 
springs. side seals, and springs behind the 
side seals that maintain pressure against 
the side housings. As the Wankel engine 
has progressed to its present state side 
seals have never given much trouble. Tip 
seals, or apex seals, have. If the Suzuki, 
or any rotary engine for that matter, is 
going to last for 50.000 miles or more. 
apex seals and their engineering will be 
the reason why. 

And as you may expect lubricating the 
seals is no easy task (no Wankel task is 
an easy task). The only way oil can reach 
the seals is via the fuel-air charge. The 
only way oil can reach the fuel-air charge 
is via the carburetor, and the only way 
it can get to the carburetor is via some 
sort of a pump. You guessed it: the RES 
has a special pump. similar to a CCI 
pump. mounted on the right-front portion 
of the engine. Oil for the pump is carried 
in an independent tank located under the 
seat: the tank is equipped with a sensor 
to tell you when the level is dangerously 
low. Oil goes to the pump: the amount 
fed to the float bowl of the carburetor 
is regulated by throttle opening: and a 
little is pumped not to the carburetor but 
to the rear chain. This complexity. assum- 
ing it seldom needs adjustment, is not 
intrusive. But it is responsible for a great 
walloping chunk of lash up at the twist 
grip. which is disconcerting and under 
certain circumstances dangerous. There is 
precious little sloppy engineering on the 
RES; the throttle-regulated auxiliary 
pump. and the effect it has on carburetor 
butterfly actuation, is sloppy. sloppy. 
sloppy. We'll get into it later. 

Another source of novelty and complex- 
ity is the carburetor. For starters it weighs 
a cool 5 pounds, not counting cables, cer- 
tain of its linkages and manifolding. (A 
big-bore Mikuni or Dell'Orto weighs ۸ 
pounds, including cable and intake bell.) 
It ‘takes its air from a filtered plenum 
located behind the engine, and by the time 
the air has been mixed with g gasoline and 
reaches the internals of the rotor an in- 
credible system of metering and mixing 
devices has processed and regulated it. 
Fundamentally the RE Mikuni 18-32 
HHD is an automotive carburetor—with 
complications. It incorporates five sepa- 
rate circuits: an accelerator pump. the 
primary main and a pilot. and the second- 
ary main and a pilot. The complications 
come about from the number of butterfly 
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plaint. There are, however, several niggles. 
To present the rider with a comfortable 
riding position the handlebar ends have 
been severely pulled back. Why? Again, 
because of the bike’s length. The distance 
from the front of the rider’s crotch to the 
steering axle is just under 27 inches on 
the rotary. On a 7-1 the dimension is 23 
inches, and 21% inches on a Honda CB- 
500. Riders do not like to stretch for the 
bars. So Suzuki’s have this big pull-back, 
which is fine—except that certain of our 
staff felt that the angle of the grips was 
a bit severe for long-distance comfort. 

Pressing ahead, there are no convenient 
places to hook bungie cords; the horn is 
embarrassingly meek; the headlight angle 
cannot be adjusted from the saddle; the 
gas tank opening is too small and its recess 
too dark, and occasional overfilling re- 
sults; the temperature needle wanders 
around the middle of the gauge, showing 
heat when you least expect it and coolness 
at equally peculiar times: the light that 
indicates a low fuel level begins to glow 
8-15 miles before you have to switch to 
reserve, effectively telling the rider noth- 
ing useful; and the digital gear indicator 
cannot be easily read during the day, 
which is a hassle with an engine that revs 
as smoothly and willingly as the RES. 

While there are no valves to float, a 
Wankel engine with a rotor as heavy as 
the Suzuki’s does not like excessive engine 
speeds, because the bearing material suf- 
fers. Other kinds of engines tend to vibrate 
more and more with higher and higher 
engine speeds; the RES engine simply 
becomes smoother and accelerates harder. 
We found ourselves running long dis- 
tances with the transmission in fourth 
instead of fifth. If the gear indicator were 
more visible, it probably wouldn’t happen 
as often, or for as long. 

Once past its rough "n' noisy speed 
range (between 3000 and 4000 rpm) the 
RES settles into a beautiful, smooth, com- 
posed gait that yields comfort matching 
most touring bikes on the market. There 
are only two distractions: the first has to 
do with a lack in suspension compliance 
inherited from every big Japanese motor- 
cycle ever sold in the United States (only 
the air in the tires cushions the rider from 
small highway lumps and bumps), and the 
second comes from exhaust note and 
noise. The rotary engine, at 84 dB(A), is 
well within legal limits. But the tone of 
the exhaust is akin to the flat, hammering, 
penetrating roar that comes from TZ-750 
Yamahas with blown expansion chambers, 
and it can get to be fatiguing after an hour 
or so in the saddle. 

All controls function well. Rear braking 
action is predictable, front braking con- 
tinues to be an industry-wide revelation, 
the clutch is progressive and light, shifting 
is positive but sometimes (from first to 
second) clunky, and power delivery to the 
rear wheel is devoid of play and snatch. 
Except for exhaust honk and freeway 
firmness the RES touches you softly and 


perGlides were away from the main- 
stream, and suffered because of it. So did 
the first batches of British triples. Couple 
the RES’s rather unconventional appear- 
ance with its completely unconventional 
powerplant, and it becomes apparent that 
Suzuki has taken a bold approach. Con- 
servatism would have dictated a Wankel 
engine disguised with traditional styling 
to reduce, as much as possible, the con- 
sequences of Future Shock. If Suzuki is 
a conservative company the Rotory 
doesn’t reflect it. They have made a very 
expensive commitment to Wankel power; 
the bike’s appearance suggests a complete 
commitment, and no bet-hedging. 
You've noticed the truncations on the 
forward surfaces of the fuel tank. They’re 
there because the engine is so long. We'll 
explain. Measured front to rear, the RES 
engine is about 4 inches longer than a 
Kawasaki 7-1 engine. To accommodate 
this length the wheelbase has been 
stretched (it measures 61 inches). Long 
wheelbase motorcycles present no partic- 
ular problems as long as two consid- 
erations are respected. The first is ground 
clearance; a long motorcycle has to lean 
over farther to go around a given corner 
at a given speed than a short motorcycle. 
The second is turning radius: to keep it 
respectably compact, a long-wheelbase 
motorcycle has to have a lot of steering 
lock. The Suzuki has a lot of steering lock, 


but the fork tubes, with the front wheel: 


full-left or full-right, intrude on space 
normally occupied by the fuel tank. Ergo, 
truncations. 

Ergo. not enough cruising range. Like 
other Wankel-engined vehicles the RES 
does not get very good gas mileage. At 
its worst, wicking through the mountains 
or committing unnatural acts to speed 
limits, the rotary yields 24.9 mph and a 
total range of just over 100 miles. At its 
best, strolling down the Interstate at 55-60 
mph and not tickling the carburetor's ac- 
celerator pump circuit, mileage goes up 
to about 38 mpg. Doing a little of both 
yields figures around 30-31 mpg and a 
range of about 125 miles. Suzuki rotary 
project engineers stated that they did not 
want to equip the RES with an over-large 
tank, because they thought such a tank 
would irritate an American sensitivity to 
the Mazda situation. A big tank would 
emphasize low gas mileage, they felt. Well, 
the RES delivers low gas mileage. With 
its too-small tank it also delivers unaccept- 
able cruising range, so the bike has two 
problems instead of one. Were range sat- 
isfactory, touring riders could live with 
expensive fill-ups. But they hate to live 
with constant stops, and places they simply 
can’t get to from where they are. Motor- 
cycling is a mobility trip—for touring 
riders more than any other breed. Take 
away range and you take away mobility; 
take away mobility and you take away 
a good part of the fun. 

As a functional motorcycle, the RES's 
skimpy range is our only significant com- 
JANUARY 1975 

















































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































FOR THE MAN 
WHO WEARS 
MANY HATS 


He knows a genuine article when he sees one. 
These helmets with an evolutionary engineered 
design are created to meet modern criteria for 
safety, comfort and style. 

a) ۷۵۱ 

b) Shoei Full Face, $-12 Type. 

с) Shoei $-20 Type. 

For further information contact your Florida 
Cycle Supply Dealer. 


Florida Cycle Supply 
Р. О. Box 5245, Jacksonville, Florida 32207 


(904) 733-3363 
See Your Loca! Dealer 
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Professionally de- 
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mum riding control [ 
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ment and still outlast % 
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performance from your 
next pair of boots by 
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UABAUG 


RUBBER COMPANY 


32 School Street, North Brookfield, Mass. 01535 
Exclusive U.S. licensee for VIBRAM soles and heels. 
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and some of 


with appeal. 

It’s awfully close to the front of the class 
in terms of one- or two-up stability and 
accuracy. Its conservative fork angle 
makes it easy to get into fast corners with- 
out a lot of bar-bending. and at moderate 
to giddy speeds it refuses to wallow and 
wobble. But beyond that it can get to be 
a handful. Four moto-journalists g got four 
RE$s dipping and diving in unison 
through this 95-mph sweeper on the way 
to California's Imperial Valley, and our 
own Rotary test bike lost its composure 
through a bumpy. fast left-hander on 
Racer Road. It would be easy to say that 
most riders will never get all crazy and 
go flinging the 5 down Racer Road. 
Well. maybe. But we did. 
you will too. The Rotary doesn't like itone 
bit. Don't get us wrong. Below its limit 
the RES is just fine—and it has a very high 
limit. 

Functionally, there is nothing of signif- 
icance wrong with the youngest боши. 
You may find its styling unusual, its en- 
gine an answer to a question nobody 
asked. its complexity off-putting, its range 
too short and its weight too long. But out 
there on the road that goes from where 
you are to where you want to be, the RES 
is almost as comfortable as a BMW 
R90/S: smoother at cruising speed than 
anything this side of an Oldsmobile: 
fast enough to pass traffic easily; and se- 
date enough not to be intrusive. Enigmatic 
it may be, and controversial for sure. But 
the bike works. 

We cannot tell you about the RES's 
long-term reliability, and would not pre- 
sume to do so. We will tell vou that four 
of them ran for 40 minutes at an indicated 
115 mph in 110 degree heat with no prob- 
lems other than gas consumption. We 
cannot tell you whether or not Suzuki 
dealers will be able to cope effectively 
with RES servicing and tuning, but we w ill 
tell you that for the first two years Suzuki 
will replace damaged rotary assemblies 
(the two side housings. the rotor housing, 
rotor and eccentric shaft) with new ones, 
free and hopefully quickly. We have been 
unable to spot any engineering flaws that 
might later cause trouble, nor do we ex- 
pect the RES's little glitches to remain 
unattended for long: Suzuki is too good 
a company for that. ‚ On the whole we feel 
that the bike is as good as, and not signifi- 
cantly better than, most touring bikes pres- 
ently for sale. We know that its success 
or failure will hinge on factors that are 
presently shrouded from our view, like 
acceptance of its styling. acceptance of 
rotary engine state-of-the-art, and long- 
term reliability. It's easy to spot an instant 
winner. The 4-1 was a cinch: because of 
its speed, certainly. but more because it 
was a mainstream motorcycle engineered 
along proven lines and presented and 
styled along proven lines. The Suzuki RES 
is unique. and it will have to explore alone 
through the whims and fancies of the 
marketplace. 9 











KNOW YOUR BIKE 


Know how to tune it... to fix it . . . to rebuild 
it yourself. The TOTAL SERVICE MANUAL for- 
your bike will show you how to do everything 
from a minor adjustment to a major overhaul. 


TOTAL SERVICE MANUALS are digests of of- 
ficial factory workshop manuals. Each one is care- 
fully rewritten for use by the do-it-yourself bike 
owner. Clear and easy to follow, yet complete and 
detailed enough even for professional use. You get 
all the important information plus hundreds of the 
best pictures, diagrams, and specification tables. 


TOTAL SERVICE MANUALS 


9840 AJS & MATCHLESS SINGLES . 
9841 AJS & MATCHLESS TWINS .. 
3726 BMW all model 50, 60, 69, 75—55-72 

3727 BRIDGESTONE inc 50, 60, 90 & 175 cc models .... 
0699 BSA—all models—35-40 


0695 BSA BANTAM—all models from 1948 on 
3725 BSA all inc 250, 350 & 500-19 .... 
9603 BSA 2-cyl—650cc—63-72 
9650 BULTACO—all 125-250cc models . 
0535 CZ—all 125, 250, 400cc—69-74 


3728 DUCATI 160, 250, 350, 450 models—thru 74 ۰ 
9614 HARLEY-DAVIDSON 1-cyl—all models—47-72 
9613 HARLEY-DAVIDSON 2-cyl—all models—55-72 
9649 НОРАКА 90 & 100cc—64-72 
3788 HONDA 50-90сс all inc Mini & trail bikes—63-74 ۰ 


9785 HONDA 1-cyl—100-250cc—70-72 E 
3751 HONDA 2-cyl—125, 160, 175, 350cc models—64 2. 
3752 HONDA 2-cyl 250-305cc twins—all models—62-68 . 
3749 HONDA 450—all models—4 & 5 spd. trans.—65-73. . 
9602 HONDA 4-cyl—350 & 500cc—72 


3755 HONDA 750—all models—69-71 

0608 HONDA ENDURO—125, 250, Elsinore models 
9779 HUSQVARNA 125-450cc—66-72 . 

3754 KAWASAKI 1-cyl—90-350cc—66-7 

3791 KAWASAKI 2-cyl—250 & 350cc—66-71 . 


9601 KAWASAKI 3-cyl—350, 500, 750 inc 53—69-74 .... 

0726 KAWASAKI 900 Z1—73-74 .. S 
9600 MONTESA—123-360cc—65-72 
0505 MOTO GUZZI— V700, V750, V 
0497 NORTON 750, 850 all inc Commando, Atlas—66-73 


9794 OSSA—all 125, 175, 250cc—71-72 ... 
3790 SUZUKI 1-cyl—50-400cc—64-74 .. 
3792 SUZUKI 2-cyl—125-500cc—64-74 . 
9784 SUZUKI 3-cyl—380, 550 & 750cc—' 
3733 TRIUMPH 150, 200, 350, 500, 650cc—4 


3753 TRIUMPH—all 500, 650, 750 models—63-74 

0698 VELOCETTE K, M, GP, LE models—25-52 .. 

0697 VINCENT-HRD В, C, D—500 & 1000—47-55 . 

3747 YAMAHA 1-cyl— ‘all’ 50-8066 rotary valve— & 

3748 YAMAHA 1-۵۷۱ Enduro 5 & 7 port—90-500cc—68- 74. 


3787 YAMAHA 2-cyl—90-350cc—65-74 
9775 YAMAHA 650 twins—65-74 
0558 MINI-BIKE manual—covers all production m 
0552 2-stroke manual inc Allstate, Benelli, Garelli 


PERFORMANCE TUNING 


3742 MOTORCYCLE CARBURETORS 

3741 MOTORCYCLE ELECTRICAL SYSTEMS 
1039 MOTORCYCLE TROUBLESHOOTING GUIDE—new .. 
9802 TWO-STROKE carburetion & ignition—how & why .. 
3745 SPEED & HOW TO OBTAIN IT 


3743 PRODUCTION MOTORCYCLE RACING, How to .... 
9668 TUNING FOR PERFORMANCE-theory & practice .. 

9799 IMPROVING TWO-STROKE ENGINE PERFORMANCE $3.95 
9801 TUNING for SPEED—for racing/competition $3.95 


3746 HINTS & TIPS for motorcyclists 

9421 ALL ABOUT MINIBIKES ..... М 
3738 ART OF MOTOCROSS-—expert advice . 
9653 TRAIL BIKE—how to select, ride, mai 
9605 ENDURO-techniques of cross country racing. 


3739 ITALIAN MOTORCYCLES—all makes imported ... 
9837 CASTROL MOTORCYCLE RACING MANUAL s 
0618 NEW GUIDE TO MOTORCYCLING-cov. everything. $5.95 
0626 HOW TO WIN MOTORCROSS Gary Bailey textbook . $5.00 
9524 BUYER'S & RIDER'S GUIDE for all bikes . 


9982 HISTORY OF WORLD'S MOTORCYCLES 
0694 ROAD TESTS—26 English bikes—350 to 1000cc 
inc BSA, Vincent, Brough, Triumph, Norton 


BASIC REPAIR GUIDES 


9455 BSA TWINS—500 & 650cc—1948-62 


9459 LAMBRETTA Motorscooter—to model LDB 

9533 LAMBRETTA Motorscooter—all models—57-70 
9537 NORTON DOMINATOR TWINS—55-65 
9461 NSU QUICKLY —all models to 1965 .. 


9536 VELOCETTE-single & twin-cylinder models .. 
9463 VESPA Motorscooter—1951-58 
9464 VESPA Motorscooter—1959-63 
9465 VESPA Motorscooter—GS & 55 models—55- 

9466 VILLIERS engine—1- and 2-cylinder models ... 
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broiling permanently retired the bike. 

The departure of the duHamel/Leon 
machine meant that Kawasaki, like BMW, 
had lost its strongest team. Of course, the 
chances for a Kawasaki victory weren't 
seriously impaired. Though BMW had 
only one works bike running. all sorts of 
Kawasakis (works, semi-works and pri- 
vate) kept circulating. Actually a couple 
BMW R90S models whispered downfield. 
One was the ex-works R90S which had 
run at Bol d'Or in 1973. Also there was 
a stock R90S that demonstrated a consis- 
tent (though not superfast) bike could put 
on a good show. And it did—eventually 
coming home 15th. 

The hours of running systematically 
grinds down the ranks of the long-distance 
runners. About 25 starters retired in the 
first fourteen hours, sidelined by crashes 
or mechanical failures; of the 35 motorcy- 
cles running at 6 a.m., 23 would endure 
to the finish ten hours later. The hours 
of running multiply the impact of small 
problems. For example, a British-entered 
Laverda 1000 triple. featuring an unusual 
Di Fazio hub-steering frame, squirted 
its oil out after a clamp loosened on its 
sump-to-radiator oil line. It took two laps 
before the bike was blackflagged for lub- 
ing the track and brought into the pits. 
By then the engine was fairly cooked. 
With the oil clamp re-tightened and the 
tanks filled, the Laverda went back out 
for 30 more minutes. No luck. The bike 


compression soon became critical when- 
ever the bike made a pit call because the 
engine would only restart with difficulty. 

By 2 a.m. René Guili on a Kawasaki 
1000 inherited the lead. with the Rigal/ 
Luc BMW second. The ever-present 
Egli-Kawasaki held third place while a 
newcomer arrived in fourth: the William 
Gougy/Guy Husson Kawasaki 1000. The 
duHamel/Leon 7-1 slipped, back to fifth 
just ahead of the Debrok/Chemarin 
Honda 860. Rougerie. still pressing his 
works BMW up in the standings, repeated 
a disastrous error which he had first 
committed in practice. Accelerating full 
blast in second, he changed down to first 
instead of up to third: that trick sawed 
the transmission in half and sent Rougerie 
cartwheeling down the track. His antics 
reduced the factory BMW challenge by 
50 per cent. 

The Rigel/Luc BMW 890 remained 
very much in contention. At the mid-way 
point the BMW trailed the leading Gui- 
li/Choukroun Kawasaki by only eight 
seconds. It was incredible: after twelve full 
hours of racing, an eight-second blanket 
covered the leaders. The pace. however, 
exacted a grim toll. The duHamel/Leon 
Kawasaki fell back to tenth: as it lost 
compression, the bike gave up one place 
after another. Finally. the ringless engine 
backfired through a carburetor and the 
bike lit up like a blow torch. Though the 
fire was snuffed out immediately, the 


DAY-LONG WAR Continued from page 74 


really motoring: not only was the Rigal/ 
Luc bike in the lead, but the Dahne/ 
Rougerie 980 had climbed up to seventh. 
Percy Tait’s Kawasaki, by contrast, was 
trending down—back to ninth. Tait's bike 
punctured a rear tire, and the tube escaped 
and lodged in the brake caliper, locking 
up the rear wheel. Percy literally had to 
drag the bike back to the pit for repairs. 

At one o'clock in the morning. with the 
race nine hours old, three bikes clustered 
together at the front: first, the duHamel/ 
Leon works Kawasaki; second, the Go- 
dier/Genoud Egli-Kawasaki; third, the 
Rigal/Luc BMW 980. At this point du- 
Hamel apparently decided to clear off; 
picking up the tempo, Yvon began pulling 
out a substantial lead. French-Canadian 
riding elan and Kawasaki horsepower 
soon produced a one-lap margin. It was 
a dazzling performance, but it marked the 
beginning of the end for the duHamel 
Kawasaki. 

The engine had suffered under the 
strain. The piston rings fractured, and 
Yvon's Kawasaki (probably an 1100) 
turned into an oil-sprayer. In an attempt 
to prevent the oil from greasing the rear 
wheel and track, the pit crew fitted an 
oil container to the breather tube. It was 
a marginal solution, but in day-long rac- 
ing, one hopes for the best from expedient 
measures. The big Kawasaki's lack of 
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ANOTHER QUALITY PRODUCT FROM 


W E B C O 


S&W Shocks for Honda Fours 


Designed expressly for Honda Fours, these 
clevis-mount shocks, when installed with 
the proper rated springs for machine and 
rider weight, provide increased stability 
and safety under all riding conditions. The 
farther you go, the more you will appreciate 
the reduction in back, neck and overall 
body fatigue. The 350-500 shocks is 12% 
inches long (eye to eye) and offers 3% 
inches of piston travel. The 750 shock is 
13% inches long with 4% inches of travel. 
Retails for $24.95 (without spring). 


Webco catalog. . .116 pages. . .only $1.50 
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ANOTHER QUALITY PRODUCT FROM 


HONDA CR/125 HEAD 


Suitable for street, trail or race track, Web- 
co's Elsinore 125 head significantly reduces 
operating temperatures in all rpm ranges. 
Cooler operation permits the engine to pro- 
duce all the horsepower and torque designed 
into it. Thoroughly tested in Webco's devel- 
opment facility, then proven in competition 
and general purpose riding, this Webco head 
utilizes a 34” reach plug and features 
straightforward, trouble-free installation. 


+272... Honda CR125 head..............$41.95 


Webco catalog. . .116 pages. ۰ .only $1.50 
SOLD THROUGH AUTHORIZED M/C DEALERS ONLY 


We WEBCO INC. 
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stopped with deathly terminal rattles. 

The track dried off at 7 a.m. when the 
sun came up. The Guili/Choukroun Ka- 
wasaki kept the Rigal/Luc BMW at bay 
under the morning sky. Behind the Ger- 
man bike, a Kawasaki squadron was run- 
ning hard. Kawasaki had no coordinated 
effort—because in fact no genuine Kawa- 
saki team existed. All Kawasakis were 
racing against the BMW—and each other. 

The longer the race continued the more 
troubles beset the leading bikes. The 
Egli-Kawasaki suffered a loose sparkplug 
seat: Godier and Genoud eased up. and 
the bike slipped back to fourth. Mechani- 
cal problems likewise blunted the Ja- 


pauto effort; one surviving Japauto oc-: 


cupied fifth spot. Japautos, Honda-based 
۱00066 monsters, won the Bol d'Or in 
1972-3. Though the bikes have a reputa- 
tion for careful preparation and consistent 
performance, in 1974 they lacked both the 
speed and reliability to get upfront. Else- 
where on the Honda front, things were 
equally dim. The 860 Honda of Debrok 
and Chemarin crashed and dropped back 
to sixth. Percy Tait, riding very fast in the 
morning hours, beat his way up through 
the field. His tire misery had cost him 
much time, but one fast lap after another 
brought him back to tenth. His advance 
soon terminated at eighth place when his 
Kawasaki stopped with valve trouble. 

Late in the morning the Guili/ 
Choukroun Kawasaki seemed well in 
control. The engine growled with com- 
manding authority. The French riders 
were fast enough and their bike quick 
enough to hold off the second-place Ri- 
gal/Luc BMW. The main threat to the 
Guili/Choukroun Kawasaki could only 
come from the Godier/Genoud Egli-Kaw- 
asaki. The Swiss Kawasaki couldn't use 
all its speed without blowing out a spark- 
plug—which would end it all. Thus, if the 
Guili/Choukroun Kawasaki could main- 
tain its pace without problems. the French 
team could fashion a victory. 

Then two things happened which turned 
the race upside down. First. the Egli- 
Kawasaki team made one final effort to 
patch the Japanese-Swiss hybrid up. In the 
pits the crew gingerly spot-welded the 
loose sparkplug in place. It worked. For 
the first time in hours, Godier and Gen- 
oud coüld really use the Egli-Kawasaki: 
their lap times dropped under two min- 
utes. With six hours to go and far back 
in third place, Godier and Genoud began 
their run at the leaders. 

Almost at the same time, the leading 
Kawasaki struck trouble. René Guili mo- 
tored into the pits with a badly worn front 
tire. Front tire changes aren't common- 
place in twenty-four hour racing. It was 
a disaster. Unprepared for a tire change. 
the pit crew changed the wheel . . . slowly. 
Meanwhile. the BMW consumed Guili’s 
lead and snatched first place. 

Streaking back onto the course, Guili 
immediately compounded his problem. 

(Continued on page 92) 
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DRIVERS UNITE... 


MAKE YOUR CHOICE" / 
THE PEOPLES VOICE! 


Freedom of choice has made America great. Yet every day laws are 
passed limiting this freedom of choice for car owners, truck drivers, 
and motorcyclists. Laws about mandatory purchase and the use of 
seat belts, shoulder harness, buzzers, air bags, safety helmets, 

CB radios, speed limits, etc. Although these are well-intentioned, 

they drastically curb the freedom of choice for many citizens. Your 
Choice believes laws are made to protect people from other people, 
not people from themselves. 


THOUSANDS ARE JOINING “YOUR CHOICE” TO HELP STOP 


UNJUST MOTOR LAWS... YOU CAN, TOO! 
“Your Choice” is a national, non-governmental organization. It PLEASE ACCEPT MY MEMBERSHIP 
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keeping you informed on new and pending legislation, plus return Please Charge to BankAmericard 

post cards that make it easy for you to voice your opinions through Please Charge to American Express 

“Your Choice” to your legislators. “Your Choice” is educating { 

legislators and lawmakers to help change motor laws. We need 
your help to change these laws. . . join now! Expiration Date 


HERE'S WHAT YOU GET AS A MEMBER... [Кате 
* Charter Membership Card 
* Silver-finish Charter Membership Pin Sost Add 
*Two Membership Window Decals | { bi: GT 
xk Initial "Stop Unjust Motor Laws” Bumper Sticker б | 
* Quarterly Reports on Motor Legislation і iye : - Zip 
Ж Special Return Post Card with Quarterly Reports j NATIONAL 
BECOME A CHARTER MEMBER FOR ONLY $12 HEADQUARTERS 
YOUR CHOICE, INC., NATIONAL HEADQUARTERS, ۱ 177 E. WASHINGTON ST. 
177 E. WASHINGTON ST., CHAGRIN FALLS, OHIO 44022 CHAGRIN FALLS, 
YOUR CHOICE, INC., WASHINGTON HEADQUARTERS, А OHIO 44022 
1629 K STREET N.W., SUITE 520, WASHINGTON, D.C. 20006 
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Bultaco MK VII Pursang.... July 
Can-Am 250 T'NT Enduro .. October 
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‘Norton, John Player............ December 
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He crashed. That put the BMW ten laps 
ahead and the Egli-Kawasaki eight tours 
up on the battered Guili, whose crash 
reduced him to third place. His chance 
for victory had passed. 

The amazing Godier/Genoud Egli- 
Kawasaki continued its assault on the 
leading Rigal/Luc BMW which no longer 
sounded healthy. At one o'clock, with only 
three hours to go. the Swiss bike was 
closing at an eight-second-per-lap pace. 
The BMW margin had dwindled to a 
single lap. Neither Luc nor Rigal could 
lap quicker than 2 minutes, 6 seconds. The 
Egli-Kawasaki stepped up the pace again, 
cutting laps at 1:56. Simple calculation 
showed that the German lead would van- 
ish inside one hour. So the BMW team 
gambled. At 1:40 p.m. they brought the 
980 into the pits to change the brake pads 
and look at the bike's ailing engine. 

The BMW returned to battle, hanging 
on to a very slim lead. After a few laps, 
the BMW rolled back to the pits. silently. 
The German offensive failed in the 
twenty-second hour. The Egli-Kawasaki 
breezed into the lead. 

Officially. the works mechanics main- 
tained that the 980 had seized a piston. 
Unofficially, pit scuttlebutt "explained" 
this failure more completely. Apparently 
the BMW's crankshaft had bent slightly 
under the continuous stress of prolonged 
racing. After all, 94mm pistons are hard 
on crankshafts even when the stroke is 
only 70mm. The central worry of the 
BMW engineers had been the crankshaft, 
which is unsupported at its center. Irregu- 
lar side thrusts created by a bent crank 
may have caused a piston to scrub heavily 
on a sleeve. This scuffing gradually over- 
heated the engine, slowed it, and finally 
seized a piston. 

Upfront, the Godier/Genoud Egli- 
Kawasaki backed off. Twenty-two straight 
hours of furious racing was over, and the 
final 120 minutes passed calmly. At 4 p.m. 
the flag fell. The Godier/Genoud Egli- 
bike had spearheaded a tremendous Ka- 
wasaki victory that crushed the opposition. 
Nine out of the 23 finishers were Kawasa- 
ki-powered. Only the official 1973 BMW 
Bol d'Or bike. in private hands for the 
1974 race. saved the German honor by 
finishing a distant ninth. Italian bikes 
never had a sniff at victory. 

Godier and Genoud put together the 
best performance of their career. By no 
accident has the pair been two-time win- 
ners of the FIM Coup d'Endurance. The 
1974 Bol d'Or proved the fastest, toughest 
twenty-four hour event of all. For their 
achievement, Godier and Genoud won 
the grand sum of $5000—a mere token 
when measured against the tremendous 
technical. financial and human effort nec- 
essary to win at Bol d'Or. Their real re- 
ward was out on the Circuit Bugatti: slug- 
ging it out in a twenty-four-hour war, 
hammering the opposition, parrying their 
blows, coping with rain and darkness and 


ailments, enduring it all. and winning. © 
CYCLE 





MEMBER 
MOTORCYCLE 
INDUSTRY 
COUNCIL 


YOU'RE FIRST, 
WITH 


The ‘‘New Bell Star” 
gives 120^ peripheral vision 


meets A.N.S.I. 290. 1-1971 standards 

certified by the Safety Helmet Council of America 

impact resistant fiberglass shell with expanded polystryene 
padding 

can be used with goggles or other face shields; comes with snap 
on visor shield. 


"THE ENTHUSIAST'S SUPPLY HOUSE" 


o» CI КК Motorcycle Supply 


m SELLS 31 E. 3RD ST., DAYTON, OHIO 45402 (513) 222-7818 
M.C. 
MED ED wg EW ۱۱۱ eco Sve m 
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PARTNERSHIPS 


Reconditioned 
Used, 
Motorcycle 
Shops 
will net 
$50,000/year 
$5,000 total 
investment! 

(up to 50% financing 
available trom 


home office) 
AAA 
CYCLE 
EXCHANGES, 


OF AMERICA 
BOX 4023 
HAMMOND IND 46324 
(219) 931-6000 














IMPROVE PERFORMANCE 


SAVE MONEY! 


SAVE TIME! 


Tune Your Own Carburetor With COLGA-TUINE 


COLOR-TUNE is the precision carburetor 
tune-up tool which helps you keep your motor- 
cycle in top condition. COLOR-TUNE plug fits 
into spark plug hole and attaches to plug lead. 
With engine running, you see the color of the 
engine’s combustion through COLOR-TUNE’s 
Borosilicate optical glass. By comparing the 
color in the viewer scope with those on the 


indicator, you are able to determine 


if the fuel mixture is too rich or too lean. The 


then be set for maximum economy, 


performance, or lowest emissions by adjusting 
until proper color of combustion is seen. Takes 


have a beautifully smooth running 
a professional tune-up on any en- 
fraction of the usual garage cost. 


Order today! 
MOTOR PRODUCT. 


303 N. San Fernando Rd. 
Los Angeles, CA. 90031 
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\ | 
COLOR TUNE Plug | 
سل‎ 


color chart 


INCLUDES engine can 


(14mm thread standard) 
Viewer-Scope 
Distributor Lead 
Adaptor 
Plug Washers 
18mm Adaptor 
Cleaning Brush 
Cleaning Solution 


minutes to 
engine. Do 
gine fora 

















Instructions Send me ____ COLOR-TUNE Kits | 
Carburetor @ $10.98/kit + .60 handling 8 m 

Specifications | (CA. res. add 6% sales tax) | 

for domestic & | 

imported engines |Name تبحم‎ E — — - — — | 

| Address = ———— — ama 

ae ees 27‏ ی اد یسلا سا 
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[MOTOR PRODUCTS is tesis а эю | 


Our 1974 all-new, 220-page mail order 
catalog is the most complete catalog of 


accessories, performance equip- 
ment, tools, and clothing for custom, 
street, competition, and dirt bikes. In 
addition to over 10,000 accessories, we 
have included several ''how to" articles 
that will really help you understand 
your bike better. The 1974 motorcyclist 
catalog is just the very best mail order 
catalog available. 


parts, 
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R € 
5 (213) 849-7295 
0 UN ENTER 24 Hour order number 


ORDER YOUR COPY TODAY i 
Name 1 
Address 
City 1 
State Zip 1 

515 N. Victory Blvd. Burbank Calif. | 
П 
1 
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Famous since the days of 
wood and fabric planes, 
Spartan continues to enjoy 
a world-wide reputation. And, 
no wonder! Its facilities in- 
clude three campuses cover- 
ing 28 acres, a quarter-million 
square feet of shop, hangar, 
classroom and administrative 
space... plus a skilled fac- 
ulty, dozens of aircraft and 
millions of dollars worth of 
equipment, training aids, jet 
and piston engines. 


CAREER KIT 
ASK US! we'll send you all the 





Train for a 
Career in Aviation 








r 


Facts on 18 Aviation Courses: Costs, If you are interested in 
Financing, Curriculum, GI Benefits, Aviation... you'll be 
Faculty, Facilities, etc. E interested in Spartan! 
Eas Pie EVE sce, 1/6 Mul NN سس(‎ rivista بات‎ 4 
SPARTAN SCHOOL OF AERONAUTICS, DEPT. EAOCA 1 
International Airport, Tulsa, OK 74151 l 
Please rush me information on careers checked ۱ 1 
O Flight Training Q Aircraft Mechanic | I 
O Aviation Electronics [] Instrument Repair i lit 
۱! ۷ 
Name к=. = = — Age 1 1 
Address — = m3 = = ۱ 
City 2: К istaec acne M 
Phone = _ Zip. l 1 
Include information on: ][ GI Benefits [7] Federal Student Loan | 1 
Program Licensed by Private School Board of ۵ j 1 
مس تست بت‎ ce LE Ug T E ар T ЫЕ 1 





ROMERO? Continued from page 37 


ing 100 miles. One was soft and sticky 
and might make it. and one was hard and 
would make it easily. The options were 
explained to Kenny before the first heat, 
and Kenny. knowing that he is harder on 
tires than anybody else in AMA racing, 
opted for the hard compound. But the 
track never got hot enough to make such 
a decision the correct one, and by lap 30 
Roberts found himself balanced in fourth, 
behind Romero, Castro, and Evans, and 
ahead of McDonald. An edgy shot at 
Evans a lap from the finish didn't pay off, 
Castro got in the loose stuff lapping Lan- 
sivouri on Lap 31 and crashed without 
serious injury into the hardest retaining 
wall west of Sing Sing. and Romero was 
home, a winner, with Evans second on 
the Boston Cycles/Kevin Cameron Ya- 
maha, Roberts third, McDonald fourth, 
Sheene fifth with a "funny" Dunlop rear 
tire, Yvon duHamel sixth and Jim Dunn 
(riding Aldana's vacant Yamaha) seventh. 

Precisely 45 minutes later, with Roberts 
back on his hard-sticking Goodyear gum- 
ball, the second heat was waved off. 
Kenny asserted himself in turn Two. got 
ahead of Phil McDonald, and displaying 
a take-no-prisoners attitude began run- 
ning 1:48 laps, fully two seconds quicker 
than anyone had ever lapped Ontario. 
Kenny was flawless, overpowering and 
angry, and he was never headed for the 
rest of the heat, not even when he stopped 
for 3% seconds to refuel. 

Behind him, however, the issue was 
hardly settled. The two-heat system is 
scored as follows: you finish first in the 
first heat and first in the second, you win 
overall with two points. You finish second 
and second. you get four points. Third and 
fifth. eight points. Lowest point total wins 
overall. Kenny had three points for the 
first heat. Romero had one, Evans two. 
McDonald four. Sheene five. All Romero 
had to do was finish second. and he would 
win with a three-point total against 
Kenny's four-point total. So where was 
Romero? He was indulging himself in a 
duel with Sheene for second until Sheene's 
rear brake went all weird. Earlier Mc- 
Donald finally got himself and his Ya- 
maha so far over the limit that he let go 
in Turn One and had to endure a beauty 
of an eggbeater. which hurt more than 
superficially and opened the door for 
Sheene to take fourth-place money. 

Back up front Roberts had conjured up 
a 30-second lead by lap 18. Evans posed 
no threat to Romero and Sheene posed 
no threat to Evans. The overall finishing 
order: that man Romero. Roberts, Evans, 
Sheene, Lansivouri, Willing. Mick Grant, 
Jim Dunn. Hurley Wilvert and Mike 
Clarke. 

Maybe now people will stop saying. 
"That Romero. He goes pretty good on 
pavement for a dirt-track guy. doesn't he?" 
Dirt-track guy hell. Romero goes pretty 
good on pavement fora pavement guy. © 
JANUARY 1975 




















KAWASAKI Z1-A Continued from page 1 


point of locking the seat in place. 

Unhappily, the only thing that can be 
said for the Z-I's seat is that it latches 
easily; it ain't so hot as a seat. It is too 
narrow, hard in just the wrong places, and 
a thing of torment when you're carrying 
2 passenger because it slopes forward just 
enough to move said passenger down 
where you're trying to be, and moves you 
forward into intimate contact with the fuel 
tank. There isn't much your passenger can 
do to fight this unfortunate sequence, as 
the rear foot pegs are positioned so high 
and so far rearward they only serve to 
make matters worse. 

Riding solo, the bad seat is tolerable, 
if only barely, and all the good things the 
Kawasaki Z1-A will do tends to make the 
pain in one's backside a lot less noticable 
than would otherwise be the case. Riders 
of all sizes in the normal range will find 
that the seat/pegs/handlebar relationship 
is good, the clutch-pull light and clutch 
engagement even—and that the first and 
fourth cylinders help to deflect air away 
from one's legs like a built-in fairing. 
Then, too, there's all that performance on 
tap. which is nice to have even though 
it rarely needs to be used. Handling? The 
7-1 is a bit rubbery when pressed' very 
hard: at anything like a sane rate of prog- 
ress it rates as very good—and there's 
enough clearance along the bike's sides 
to keep away the dread sound of metal 
graunching against pavement. You can use 
the bike's cornering clearance because, 
along with its several other virtues, it has 
really first-rate tires: tires that manage to 
stick to the road in the sense of providing 
excellent traction without sticking literally 
and leaving a trail of rubber on the road 
and a fast-diminishing layer on the tire's 
carcass. And the good tires also mean good 
braking performance even though the 
front disc is a tad non-linear in its response 
to pressure at the lever—you get a little 
more brake than you want at first squeeze, 
and a trailing response as you squeeze 
the lever harder. 

Add up all the Kawasaki Z1-A’s good 
points (these being numerous and, in the 
case of its engine overwhelmingly impres- 
sive) and subtract for its flaws (piffling, 
except for the seat) and you've got some- 
thing really impressive for anyone think- 
ing of buying a bike in the top price/ 
displacement/performance category. The 
only attribute the Z-1 lacks, will never 
have and can't be fixed, is the matter of 
exclusivity. That is to say, as is true of 
the Corvette, you won't be the only man 
in town to own a Kawasaki 7-1. But be 
generous with others; it's too good a bike 
for anyone to keep just for himself. © 












AKRONT ALLOY RIMS 
ARim That Doesn't Ream Your Wallet 


Winning may mean everything to you, but why spend more than is necessary 
for a rim that helps you win? After all, money's important, too. 


16 to 19 in. 
16 to 19 in. 
16 to 19 in. 
16 to 19 in. 








WM-1 







21 in. 
WM 3.5 Harley Type 16 in. 
WM 472 Offset Rim 16 in. 
WM1, 40 Hole 
Speedway Type Drilled 23in. 36.00 


(When ordering, please specify year, model and make) 
Dealer Inquiries Invited 


P.0. Box 2307 
Anaheim, Ca. 92804 


For the most part, there are two rims on 
the market that are superior to any others 
for dirt riding conditions. Both offer vir- 
tually identical features. Like: 


e Lightweight aluminum alloy 
construction 

e No ridge to fill with mud 

e Heat-treated for increased tensile and 
proof stress 

e Deep knurling to prevent tire slippage 

e Flash-butt welding for rigidity at weld 
points 


All the important factors compare. Ex- 
cept the price. Akront Alloy Rims are 
priced from $22 to $36. Is it necessary 
to spend up to $50 for a rim with the 
same technology as Akront? 


That’s the question many pros, experi- 
enced dirt riders and accessory dealers 
are asking right now. We're sure there'll 
be some changes made. 


Ask your dealer or write: Dept. C 


cAKRONT NORTH AMERICAN 
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NO WAY YOU 


CAN BEAT 


NO WAY! 


The best protection for your cycle. Flows 
on like a liquid and solidifies into a grease. 
Chain Lube won't drip, fly off or dry out. 


SOLD AT LEADING DEALERS SINCE 1940 


McGLAUGHLIN OIL CO. 


3750 E. Livingston Ave., Columbus, Ohio 43227 
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Powerbred 


by experts,for experts 


The Triumph Trident—the Superbike that has five years of 
TT victories* built into every nut and bolt. The Superbike that 
combines big torque power with precision road-holding 
and effortless town handling. Get astride a Trident—the bike that 
was born on the race track. 
*Trident—outright winner of the Isle of Man Production TT 
in 1970, 1971, 1972, 1973 and 1974. 


b Trident 


CAN HANDLE POWER 4 


— — » 
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For the name of your nearest 
dealer, write or call the 

sole distributor : 

Norton Triumph Corporation 
2765 E. Huntington Drive, 
P.O. Box 275, Duarte, 





FOR MEN WHO 









Tel. (213) 359 3221. 














` You don't feel the bumps on those machines. 


"Just when my bike _ 
gets good enough to win 
everything, Yamaha sells 

^4' itto everyone else.’ 


i Pierre Karsmakers has been riding 
‚ 9 Yamaha Monocross machines for over a 

a x year. Pierre Karsmakers has won a lot of races 

* | in that time. And he was not exactly over- 
joyed when we told him that Monocross 
suspension was going to be standard equip- 
4 ment on the MX250 and MX400. 

“This may cause a temporary setback 

д inmy plan to become Motocross Champion 
i х | ofthe Universe, he says. From now on, 

"( I'm going to have every fast kid and his 
„ wı brother breathing down my neck. Because 
- [Il tell you something about that Monocross. 


Pt 









«"*. . You dont get the uncontrolled sliding and 
f ^» Ec the high-siding. You dont have the wobble. 
^i ry You dont fight the steering. You just go. 

۲ ‘And I'll tell you something else. You 
ч * put two guys of equal ability up against each 
, other, and the rider on the Yamaha 
Monocross is going to win. 
OE ў "I guess all I can do now is make sure 
P” ad there are no other riders of equal ability" 





d >= The new Yamaha 





The new Yamaha 


Monocross MX250. 


Someday, 
you ll own aYamaha. 
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The first person to ever ride a Hodaka 
100 Dirt Squirt came back giggling about 
wheelies, jumps, sliding, etc. The second 
person to ride it was soon to coin the 
phrase "Fun Hundred." Chances are, if he 
hadn't, the third rider would have. 

Why? 


The Dirt Squirt has a low seat 
height so that you feel like you are part of 
the bike -- not like you are perched on top 
of it. The Squirt's light weight, proven 
frame geometry, low center of gravity, 
knobby tires and two-position shock ab- 
sorbers add up to one of the best handling 
motorcycles on the market. 


I 


Power. Unlike some engines with 
power that comes on at high RPM’s, the 
Hodaka’s 100cc five-speed engine offers 
smooth, predictable power...over a broad 
RPM range. It’s an engine that can go slow 
as well as fast. You can literally walk along 
side the Dirt Squirt and it won’t stall. With 
this kind of control, riding is pure pleasure. 


The Dirt Squirt requires little main- 
tenance and most repairs can be made with 
a few simple tools. You don’t have to 
spend a lot of time keeping the Dirt Squirt 
in running condition, which means you’ll 
have more time to ride it. 


With almost unlimited versatility 
(by virture of its Hodaka heritage, the 
Dirt Squirt is able to accept hundreds of 
bolt-on options that can transform the 
basic “Squirt” into a motocrosser, enduro, 
etc.) the Hodaka 100cc Dirt Squirt can 
be about anything you want it to be. 
Just another reason why we call it the 
“Fun Hundred." 


FOR MORE INFORMATION about Ho- 
daka Motorcycles, look in the yellow pages 
for the Hodaka Dealer in your area .. . Or 
send your name and address, plus 25 (to 
cover cost of postage and handling) to the 
address below and we will send you a copy 
of the ‘‘Hodaka Story'' and direct you to 
your nearest Hodaka expert. Canadians: 
Vancouver B. C. Australians: Sport and 
Road Pty, Lid: P, O. Box 37, 6. 
Melbourne, Australia 3205. 





PABATCO 


mS P.O. BOX C-1 


ODAKA HANDLES “=” 
\ 97813 
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THERE’S 
HIGH EARNINGS 
AND ACTION 


As a | 


MOTORCYCLE 
MECHANIC 


Be а CERTIFIED motorcycle 
mechanic. Earn $7-15,000 per year. 

Train now with AMI the recognized 
leader in the field of training motor- 
cycle mechanics. 

Home study course...or resident 
training course at Daytona Beach, 
Florida, the motorcycle capitol of the 


ROTARY ENGINE TRAINING | 
۷ SET OF PROFESSIONAL 
MOTORCYCLE TOOLS INCLUDED 
WITH EACH ENROLLMENT 
۷ DYNAMOMETER INSTRUCTION 
START YOUR CAREER NOW! 
Write or Call Toll Free 


800/874-0645 
Florida Residents Call Collect 
904/255-0295 


AMERICAN MOTORCYCLE 
4 


Student Division 
P.0. Вох 2628 
Daytona Beach, Fla. 32015 








| Am A Veteran 





SHOOTOUT! Continued from page 59 


rpm with safe engine speeds up to 9700 
rpm, and Skyway | 1/16” muffs clamped 
to the ends of the stingers. The bike was 
black, and looked to be as purposeful and 
as specialized as Denco’s. 

Tony Nicosia’s H2 Kawasaki belonged 
to 19-year-old policeman Ron Ortiz. The 
1973 motor had been prepared by Hot 
Bike Engineering (3824 Union Street, 
Fremont, Cal. 94538). Like Dennis Dean’s, 
it displaced 792cc, but Tony’s port timing 
was far more moderate, as the quarter 
mile times would point out. Cranking 
pressure is 170 Ibs. The clutch is the stan- 
dard drag strip 15-plater with special rac- 
ing springs made out of chrome silicon 
wire and then heat-treated, shot-peened 
and #2 gold anodized. The bike uses a 
stock chassis with a lavish and light Tracy 
Fiberglass body, shortened and modified 
Betor shock absorbers, and a D1011-com- 
pound Goodyear 3.50-18 roadrace rear 
tire. Like the RC Engineering Honda, the 
Hot Bike Engineering Kawasaki con- 
formed to the letter—and the spirit—of the 
rules. 

Aftersome photo-taking and swap-lying 
Andre Hagentorn wheeled the crackling 
Specialists Two Kawasaki 780 to the start- 
ing line, and we were on our way to a 
determination of who makes some of the 
meanest motor parts—at least in Califor- 
nia—that you can buy for your street 
scooter. More than 90 runs later we had 
our answers. 

The pro-stock Kawasakis (Specialists 
Two and Denco) showed their colors im- 
mediately. Hagentorn's first easy run 
yielded a time of 11.45—124.82mph, and 
he came right back with a 10.95—126.93 
shot. Mike Blake rolled the Denco Mach 
4 to the line, started it, and hollered to 
a 10.52—133.72mph first run. The 133.72 
figure would stand as the best terminal 
speed of the Shoot-Out. 

It is important for serious drag bikes 
(whether they are made to look, and be, 
street-legal or not) to be able to go hard 
right off the trailer—especially two- 
strokes. In any evening of money-up rac- 
ing competitors often have fewer than two 
or three time trials, after which you load 
up and leave if you get whipped. Only 
small variations in tuning and riding 
make sense once elimination rounds are 
reached. If you're still fooling with major 
considerations and running for the money 
at the same time, chances are you won't 
be running for very long or take home 
much money. Both Dennis Dean and 
Gary Shumake had their 750 Kawasakis 
close to maximum honk when they un- 
loaded them. 

It took the Specialists Two bike three 
runs to get down to its best ET (10.85) 
and four to dial in its best terminal speed 
(129.68mph). The Denco bike turned its 
best speed on its first run, and its best 
ET (10.42) three runs later. Which figured, 


BARGAIN 
HUNTERS! 


DISCOUNT GOODIES 


Chopper 
Touring 
Repair Parts 


JUST A FEW OF OUR BARGAINS! 


M! Honda Glas- 
8 рак Cross- 

! over “Drag” 
Pipes 

CB750 $66.50 


СВ500 $66.50 


Honda “Від 
Bore” Kits 
CB750 900cc 
$125.00 
CB500 600cc 
$107.50 





S e — 


Honda 10 
piece Finned 
Cover Kits 
(8 valve, 
rotor 1-point 
cover) 

CB 750/4 
$21.00 kit 
CB 500/4 
$21.00 kit 
CB 350/4 
$21.00 kit 





Honda CB 750 
"Sunburst" 
Large Header 
Clamps 
$16.80 sets 
of four 





Tanks, Fork Tubes, Handlebars, Cable Kits, 
Highway Pegs, Mufflers, Sissybars, 
Frames, Hardtails, Saddlebags, Wind- 
shields, Seats, Tires, and much more for: 
HONDA, YAHAMA, KAWASAKI, SUZUKI, 
TRIUMPH, BSA, NORTON, HD etc. 


FREE CATALOG 
TOMBSTONE CYCLE 


820 Kildonan Drive, Winnipeg, Manitoba, 
R2K-2E9, Canada 
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considering the experience of those two 
competitors and the fact that Kawasaki 
750s are notorious for going slower as their 
engines heat up (despite copious water- 
spraying between runs that prompted a 
four-stroke competitor to say, “They’ve 
been watering those kwakers all day. and 
not one of them as grown an inch.”) 

If the two-stroke pro-stockers were able 
to get with the program immediately. the 
four-stroke café racers were not. The R.C. 
Engineering Honda made at least 26 runs. 
The first 14 must have been break-in runs 
(remember, the engine was brand new), 
because the big 1000cc wailer turned its 
best speed (126.93mph) on its I5th run, 
and its best ET (10.92) on its 25th (the 
Specialists Two Kawasaki 750 made a total 
of 14 runs, the Denco bike 8). 

Tony Nicosia had the third Kawasaki 
750. and his penchant for establishing 
different motorcycle drag racing records 
has come from a highly developed. sys- 
tematic and methodical approach. He 
made but 12 runs altogether on the Hot 
Bike Engineering scooter, dialing in the 
bike's best ET (11.28) on the tenth pass. 
His best speed (126.93) came on the sec- 
ond run. Despite the fact that Nicosia's 
bike was the only one in the field unable 
to turn a ten-second ET, it was likewise 
the only bike in the field that is used for 
day-to-day transportation. 

"Thrash" is a word used by drag racers 
to describe intense between-round activ- 
ity. Changing a complete engine in a Top 
Fuel car right before the final is known 
as a "heavy thrash." Bill Hahn and the 
American Turbo-Pak crew got the award 
for doing the most thrashing during the 
Shoot-Out. The bike made more than 33 
runs (the RC Engineering bike was second 
with 26 runs) during the day. The first 


ten runs were with the 34mm "street" 


carburetor: for the remainder Hahn used 
the 40mm Mikuni, and finished with the 
day's third-best ET (10.88) and sec- 
ond-best terminal speed (133.53mph). The 
bike's best speed came on its 29th run, 
and the last nine runs were made consec- 
utively—without shutting the engine off. 
Sixteen of its passes yielded top speeds 
in excess of 130mph (the Denco Kawasaki 
was the only other motorcycle able to 
muster terminal speeds over 130mph). The 
bike had run 140mph at Bowling Green; 
Hahn later found that one of the turbo- 
charger turbines had been interfering with 
its housing, causing the speed drop. 
Still, like the other four bikes taking 
part, the American Turbo-Pak Honda was 
most impressive. All bikes were capable 
of operating on the street, four out of the 
five produced 10-second ETs, and all ran 
over 125mph in the quarter. It is clear that 
the Denco Kawasaki was the meanest and 
the most specialized motorcycle in the 
comparison. But it is also clear that all 
five manufacturers offer quality soup-up 
components for big-bore Hondas and Ka- 
wasakis. How much quality can you 
stand—or afford? 
CYCLE 





From Commuter 


Racer 


to Cafe 


There is a Bassani Quiet Exhaust System for your bike — Two Stroke 
Systems and Four Stroke Systems; 4-into-1, 4-into-2 and 2-into-1 
collector units. All Bassani Systems are designed to extract the maximum 
power and performance that your bike will deliver . . . and new levels of 
quiet performance that you never before thought your machine was 
capable of. Functional styling so they look and fit as well as they per- 
form. They tuck close into the machine, give you adequate lean clearance 


around corners and install easily. 


Every system has been personally designed and 
perfected by Darryl Bassani himself. Whether 
you use your machine for transportation or 








“The Sunday Ride" insist on Bassani 
Quality, Quiet and Performance. For 


more information on exhaust systems for 


your cycle send 50« for brochure. 


Manufacturing 
QUALITY & PERFORMANCE 
WITHOUT COMPROMISE 


3726 E. Miraloma, Dept. C, Anaheim, CA 92806 (714) 630-1821 


Trustees F/B/O Dirk Ziff et al, 16 Ervilla Drive, Larchmont, N.Y. 
10538. 8. Known bondholders, mortgagees, and other security hold- 
ers owning or holding 1 percent or more of total amount of bonds, 
mortgages or other securities: None. 9. For optional completion 
by publishers mail egular rates (Section 132.121. Postal 
Service Manual): 39 U. S. C. 3626 provides in pertinent part: "No 
person who would hı itled to mail matter under former 
section 4359 of this title shall mail such matter at the rates provided 
under this subsection unless he files annually with the Postal Service 
a written request for permission to mail matter at such rates." 
In accordance with the provisions of this ute, I hereby request 
permission to mail the publication named in Item 1 at the reduced 
postage rates presently authorized by 39 U. S. C. 3626. 
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A Product of POXYLUBE 


The finest custom made leathers for the 
pleasure or sport rider. Factory direct only. 
Catalog available. 


2443 S.E. DIVISION, PORTLAND, ORE. 97202 











Ў U.S. Labor Dept. says "427, more Draftsmen 
و‎ ? needed next 10 years " Send for FREE "DRAFT 
TIT ING CAREER KIT” 


NAME AGE 





ciTY STATE 
NORTH AMERICAN SCHOOL OF DRAFTING, p» EA0C4 
Accredited National Home Study Council 4500 Campus Dr., Newport, Calif. 92660 ۱ 
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Dealer Inquiries Welcomed. 


SLIC 


What everyone needs is protection against engine 
seizure and hard shifting transmissions. POXYLUBE 
SYSTEM offers this protection in the form of a Dry 
Film Lubricant baked on the surface of major internal 
engine and transmission parts. This amazing lubricant 
remains effective throughout your engine’s tempera- 
ture ranges, and requires a mere 30 minutes to apply. 


POXYLUBE SYSTEM contains Molybdenum Disulfide 
which actually gets slicker under operating pressure, 

thus assuring full lubrication at all times. For only 
$17.50 suggested retail price, POXYLUBE SYSTEM 
is truly a slick way out of expensive and unnecessary 
overhauls. 


Distributed by: 

HUB STATES CORPORATION 
2000 N. ILLINOIS 
INDIANAPOLIS, INDIANA 46202 
(317) 925-1431 


FREE / Spectacular sound! Stereo testing! 


Background music and sound effects! 
Special Interest Records available 


SPECIAL 
INTEREST 
RECORD 
CATALOG 


exclusively from Ziff-Davis. 

Send for your free Record Catalog — 

Ziff-Davis Publishing Co., Dept. 5 
One Park Ave., New York, N.Y. 10016. 





MOTORCYCLE INSURANCE 
All forms for Motorcycle & 
Scooter Owners 
Write for details 


MOTORCYCLE UNDERWRITE 


Sall е 116-8 
Chicago, Illinois e0603." 





HELP AMERICA STOP INFLATION 


A spirit of America sidecar and a motorcycle is far less than a car. 


A Spirit EAGLE Sidecar might be just your solution this year. 


For information write: Spirit of America Mfg. Company 


El Segundo, CA 90425 (213) 679-0143 
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PIPELINE Continued from page 8 


didn’t give up by any means, though it 
did cross his mind that, ۱۱۱ never catch 
him." England's young hope tried it all, 
and pulled back a fraction here and there 
on the watch. But Roberts was visibly 
uncatchable. 

Read slipped back, in spite of taking 
the MV to the limit. Speedy went hard, 
but smooth. In contrast, Franco 5 
set new standards of raggedness. Bonera 
devised a novel method of leaving the 
Esses by adopting the concrete edging 
strip as his personal launch pad to attack 
the hairpin, arriving there in a great jud- 
dering exhibition of over-braking. He 
looked to be fighting a losing battle with 
all of racing’s probabilities. And so it 
proved. Finding his favorite Esses line 
blocked by Agostini who was almostriding 
the strip, Bonera took to the grass, wob- 
bled towards the hairpin, hacked around 
hopefully with his snow-white racing 
boots, and eventually subsided in a heap. 

Behind the leading trio, Smart, Lansi- 
vuori, Croxford and Woods hammered 
along in close formation, Croxford's Nor- 
ton standing up heroically to the atten- 
tions of the big-power two-strokes. Far- 
ther astern, Barry Ditchburn (700 Ya- 
maha) and young John Newbold (350 
Yamaha) impressed. The rest could only 
pray for wholesale retirements among the 
pace-setters to present them with re- 
spectable placings. 

All was not well with pace-setter- 
supreme Roberts. Thirteen miles into the 
race his Yamaha went into a massive 
slide, and Sheene started to close the 
gap. The worst had happened to Roberts; 
the gamble on the tires had failed. For 
in the continuing dry conditions, Roberts' 
wet-weather Goodyear overheated and 
started to shed chunks of rubber. It was, 
sadly, the beginning of the end for the 
American RoY challenge, which had 
seemed absolutely certain to succeed. So 
Sheene was able to breeze by on lap 14, 
and a little later Read relegated Roberts 
to third. With 19 laps gone, the Yamaha's 
progress became just that too hectic, 
prompting Roberts to pull in the next time 
around. Agostini had gone paddock- 
bound, too, complaining that his Yamaha 
lacked speed and rpm. 

That just about wrapped it up. Sheene, 
with over six seconds in hand, could only 
throw it away if he lost concentration. 
Read settled to a secure second spot, the 
MV putting on its rogue-handling actin the 
closing stages. Smart and Woods broke 
clear to dispute third place right to the 
flag, where Woods collected. Croxford 
made fifth, holding off a late challenge 
by Ditchburn. Newbold next, defeating 
Lansivuori who, like Agostini, was un- 
happy with his machine. Only one other 
rider, Bob Heath (354 Yamaha) completed 
the full 40 laps. 

No records fell, but Roberts, Sheene, 
Smart and Ditchburn were all credited 
with the fastest lap in 51.2 secs (94.92 
mph). One day, they'll get electronic tim- 
ing at Mallory. 

—Jim Greening 
JANUARY 1975 

















NON-DISPLAY CLASSIFIED: COMMERCIAL 
RATE: For firms or individuals offering commer- 
cial products or services. $1.60 per word (includ- 
ing name and address). Minimum order $24.00. 
Payment must accompany copy except when ads 
are placed by accredited advertising agencies. 
Frequency discount: 5% for 6 months; 10% for 12 
months paid in advance. READER RATE: For 
individuals with a personal item to buy or sell 
$1.00 per word (including name and address). NO 
MINIMUM! Payment must accompany copy. 
DISPLAY CLASSIFIED: One inch by one column, 
$85.00; Two inches by one column, $170.00; Three 
inches by one column, $255.00. Column width 2- 
1/47. Advertiser to supply film positives. Please 
write or phone for frequency rates. 








GENERAL INFORMATION: First word in all non-display classified ads set in bold caps at no extra charge. ALL copy subject to publisher’s approval. All 
advertisers using Post Office Boxes in their addresses MUST supply publisher with permanent address and telephone number before ad can be run. Closing 
Date: 3rd of the 2nd month preceding caver date (for example, March issue closes January 3rd). Send order and remittance to Classified Advertising, CYCLE, 
One Park Avenue, New York 10016, Attention: Hal Cymes. 


CYCLE INSURANCE 


CALIFORNIA RESIDENTS, lowest rates. ‘Motorcycle 
Insurance", Box 4215, Inglewood, Calif. 90309. 


CYCLE PUBLICATIONS 


1975 SURVIVAL/MILITARY-Books/Manuals. Catalog 35 
cents. Survival Freeze Dried Foods List 25 cents. 
HILLCREST, (BFC-40), McDonald, Ohio 44437. 


EMPLOYMENT INFORMATION 


OVERSEAS JOBS—Now hiring. 103 countries, all 
occupations, high pay, free transportation, tax benefits. 
Latest computerized reports—$2.00. TRANSWORLD, 
International Airport, Box 90802-CY, Los Angeles, 
California 90009. 

AUSTRALIA—NEW ZEALAND WANTS YOU!!! 50,000 Jobs! 
Paid transportation! Latest information and forms. $1.00. 
AUSTCO, Box 3623-CY, Long Beach, Calif. 90803. 
OVERSEAS Employment. . . Australia, Europe, Asia, South 
America! All occupations! $700-$4,000 monthly! 
Employment International, Box 29217-WM, Indianapolis, 
Indiana 46229. 


EMPLOYMENT OPPORTUNITIES 


ACCESSORY Salesmen needed to handle sideline 
product. Good commissions. Honda dealers and accessory 
stores prime customers. Inquire, Modern Products, Box 
32246, Oklahoma City, Oklahoma 73132. 


EQUIPMENT AND PARTS 


IF YOU NEED 


PARTS 


Mail Order Service Worldwide. 


111 Sunrise Highway 
Amityville, N. Y. 11701 CYCLE CITY Inc 
Call 516-842-5771 ۰ 


WARDS RIVERSIDE 
MOJAVE (By Benelli) 
PARILLA 
CAPRIOLO 

MV AUGUSTA 250 
BIANCHI 

CAPRI SCOOTERS 


PARTS 


World’s largest inventory 
for Italian motorcycles 
Rebuilt Engine Exchanges 


COSMOPOLITAN MOTORS, INC. 
Hatboro, Pa. 19040 
(215) 672-9100 


HONDA PARTS 


ONE DAY MAIL WORLDWIDE 
State: Model No., year, frame, & engine nos. 
COMPLETELY NEW 80 PAGE PARTS-ACCESSORY CATALOG 

Send 60¢ postage & handling ($1.50 air) 


HONDA of MINEOLA 


336 Jericho Tpke., Mineola, N.Y. 11501 • (516) 248-5558 











HONDA MOTORCYCLES AND PARTS ARE CHEAPER IN 
CENTER, TEXAS. When ordering parts please give us 
Model, Year, Frame Number and Engine Number. HAYDEN 
HONDA, P.O. Box 829, Center, Texas 75935: Phone (713) 
598-2330 and 598-2322. 

CYCLE 





FINEST QUALITY LEATHER motorcycle jackets, shirts, 
pants, boots, belts, gloves, vests, helmets, raingear, 
saddlebags, tools, accessories. World's lowest prices. 
Immediate delivery. Catalog 25 cents. Herm's Leathertogs, 
Dept. C., 701 Northampton St., Easton, Pa. 18042. 


BUG COLLECTORS "=== 


STOP plucking bugs from your eye 
balls!! These cycle riders’ sunglasses 
give full coverage, and come with cable 
earpieces so they can't fall off. Adjust 
able triple braced metal frames, impact 
resistant. optical glass lens in choice of 
yellow, green, or grey. Carrying case included. Fast Delivery. If not 
satisfied, return within 30 days for full refund. Send $5.95 for 1, 
$9.95 for 2, or $13.95 for З pai/s. Postpaid. For AirMail add .50 рег 
pair. Foreign orders add .80 per pair 
HIDALGO SUPPLY CO., Dept. C 
11505 Chimney Rock Rd., Houston, Texas 77035 sus 
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LANCER a 
LEATHERS 8 


1511 W. Hatcher » 
Phoenix, Ariz. 85021 8 
STYLE 150 
Men's fully lined, ac- 
tion back, zipper arms 
and pockets. Ajl-weath- W 
er wind flap Snap و‎ 
collar. Size 36-48 m 
STYLE 400 
Men's leather jeans. Lin- W 
ed. Four pockets Flare g 
leq styling. Size 28-38. "gg 
Colors Bik, Brown, MM 
Tan, R. Blue 















Jacket 
Pants 
Give chest, sleeve, waist, 6 
hips, inseam 
All C.O.D.s send S308 
deposit 

Write for free catalog. 
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T SHIRTS—DECAL CYCLE SHIRTS—Different colors, 
sizes. Send 50 cents for catalog. United, 742 E. Chelten 
Ave., Phila., PA 19144. 


BUSINESS OPPORTUNITIES 


FREE BOOK “2042 unique proven enterprises." Work 


home! Hayling-B, Carlsbad, CA 92008. 
FREE BOOK “999 Successful, Little-Known Businesses." 
Work Home! Plymouth-YCF Box 1056, Weston, CT 06880. 


CYCLE SERVICES 


CUSTOM CHROME PLATING, Specialists in cycle and 
antique restoration. Steel or Aluminum. We guarantee both 
our work and delivery dates as quoted. Call or write: 
Jackson Plating Company, 444 East South Street, Jackson, 
MI 49203. Phone: 1-517-782-6200. 


FOR SALE 


NORTON 
NORTON, TRIUMPH, BMW & M V AGUSTA—Europe's 
best motorcycles—at specially low prices from Europe's 
best dealer—Gus Kuhn's. Write for full information now! 
GUS KUHN MOTORS LTD., 275-277 Clapham Road, 
London SW9 9BJ, England. Tel: 01-733 1002. 
MISCELLANEOUS 

SEND $1.00 for catalog. Parts and accessories. Suzuki, 
Triumph, BMW, BSA. Spa City Cycle Center, 71-4 Church 
Street, Saratoga Springs, New York 12866. Call (518) 584- 
4778. SPECIAL: $2.99 for BMW. Honda oil filters. 


GOLD STAR DBD34, Concours. Enquiries: Thirlby, Station 
Road, Countesthorpe, Leicester, England. 


ACCESSORIES 


THROTTLE HELPER 
Applies adjustable torque 


totwistgrip. | 
Mounts easily inside most 


7/8" handlebars. 
Money back 
guarantee. 


$7.95 PPD. 

Info on request. 

Dealers inquire. 

Give make & model cycle. 
CMB MFG. CO. DEPT.A 
BOX 57, TEMPE, AZ. 85281 





Camping and Touring Gear 
for Bike Riders. > 
2 


z 
Tents, Sleeping Bags, = 
Stoves, Cooksets, Е 
Tools, Apparel, Books, 


Bike Accessories LUN &. 


PLUS. ROAD SY 





SYSTEMS 


BIG NEW CATALOG – 25¢ 


LT GREAT OUTDOORS 


ENTERPRISES 
420G South Fairview, Goleta, CA 7 





APPAREL 


750 FOUR BELT BUCKLE 


m 


OF ARIZONA 


Dept. 40 Box 294 
Phoenix, AZ. 85001 
(3903 N. 16 St.) 
Marque cast in jewelers metal — high fire 
glazed — on heavy chrome steel plate. 
Buckle only $5.00 Ñ Buckle & 134” black leather 
belt $10.00 Plus 75c shipping. lll Send 50c coins 
for COLOR PHOTO CATALOG of Road 
Leathers, Studded Belts, Wristbands. 
BankAmericard phone orders 602-266-4861 
102 


NEW! 





































































































SANDBLASTERS 


DO YOUR OWN SANDBLASTING 


Remove Ким, Scale. Paintin minutes! 


$34.50 to $839.50 
۰ FREE CATALOG ۰ 
TRUMANS- Dept Y 
1330 Market St.. Youngstown, Oh 44507 
Ph. (216) 743-9733 


HONDA 





PARTS & ACCESSORY 
WAREHOUSE 


WE’RE NUMBER 
ONE FOR 
ACTION 4'S • DUNLOP 
KONI • BELL • NGK 
YOSHIMURA • WIXOM 
VETTER—AND MORE 
CARR'S HONDA 


6800 N. CLARK 6 
312-274-7777 | 
$1 REFUND ON PHONE ORDERS OVER $15 


INCLUDE: MODEL, YEAR, SERIAL NO. 












24 HOUR MAIL UPS SERVICE 
on all HONDA PARTS 
NO RIP-OFF 


State Honda Model No.. 
Year, Frame No., Eng. No. 
1845 LINDEN BLVD., BKLYN, 11207 
CALL: 212-257-0230 


© ©) HONDA 


SUZUKI PARTS: Large inventory—Champion Motorcycles, 
840 Main, St. Charles; Illinois 60174. 


MUSICAL INSTRUMENTS 


30% + DISCOUNTS. Name Brand Musical Instruments. 
Free Catalog. Continental Music, Dept. M, P.O. Box 3001, 
Garden City, New York 11530. 
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CLASSIFIED ADVERTISING ORDER FORM 











WORD COUNT: Include name end address. Name of city (Des Moines) or of state (New York) counts as one word esch. Zip Code 
numbers not counted. (Publisher reserves right to omit Zip Code if pece does not permit.) Count each abbreviation, initial, single 
figure or group of figures or letters as a word. Symbols such as 35mm, COD, РО, AC, ete., count as one word. Hyphenated words 


BIG BORE KITS ۰ TUNED PIPES 
STROKED CRANKS for SINGLES 
ENGINE BUILDING * CAMS 


Powroll Inc. 
P.O. Box 1206 A1 
Bend, Oregon 97701 
(503) 382-6395 


Send for 
Complete Catalog $1.25 Cash 
Model Information 50¢ 





MAICO - KAWASAKI 
& ACCESSORIES 


SHIPPED WITHIN 24 HOURS 
С. MASTER CHARGE * BANKAMERICARD 


WEST 24610 Pine Street [210] 
CYCLES Newhall, Cal. 91321 255-1335 
ALWAYS INCLUDE , MODEL & ENGINE 


PHONE: 
OYAL (213) 286-2550 
NFIELD о: 


Mail Order Parts, Shop Manuals, etc. 
Largest Stock in U.S.A. — Tell us your needs today! 
304 Agostino Rd., San Gabriel, Ca. 91776 





BMW and NSU Motorcycle complete parts and service 
WEST VALLEY CYCLE SALES, P.O. Box 2068, WINNETKA, 
CALIFORNIA 91306. Mailorders handled promptly. 


CYCLE SALVAGE INC. New, Used, Reconditioned 
Motorcycle Parts. 157 Water Street, New Haven, Conn. 
06511. 1-203-624-4315. 

AUTOMOTIVE, CYCLE PARTS, Horns, Stereos. Big 
Savings, Free List, Auto Cycle Industries, 509 El Paso 
Street, San Antonio, Texas 78207. 


count as two words. 





BSA Parts 


Kawasaki Parts 


SHIPPED SAME DAY 
NORFOLK Box 81, Rte 1A 
MOTORCYCLES Norfolk, MA 02056 

Call (617) 384-7555 








“eastern cycle salvage inc 
SC 
ы A 3 USED PARTS 
۲ 


All makes and models. Save up to 50% of 
retail. Many early & obsolete British parts 
in stock. Prompt 1 day service. 

Write Dept. C, 87 Park St., 
Beverly, Mass. 01915. (617) 922-3707 













KAWASAKI — TRIUMPH 
PARTS & SERVICE — MAIL ORDER С.О.Р. 


Machine Work & Speed Work All Makes 
Cranks & Rods Rebuilt 
Porting, Boring, Complete Engine Overhauls 


BE A WINNER! 
With our Drag/Race Conversions 
For Kawasaki 750 









Best E.T. — 10:3 Best Top Speed — 137 
On our own Kawasaki 750 


Send 254 for information and decal 


arlington 


1098 Mass. Ave., Arlington, Mass. 02174 • (617) 648-1300 





SAN DIEGO 


MOTORCYCLE SALVAGE 

2676 NEWTON AVE., SAN DIEGO, CA. 92113 
* USED PARTS 

* REBUILT PARTS 


NEW PARTS 
LAMBRETTA PARTS 


CATALOG— $1.00 REFUNDABLE ON 1st ORDER 


NEW TOLL-FREE CYCLE PARTS SERVICE 
[PEERS * West Coast Savings! 
k=); 


ө Call from anywhere in the U.S. except 
California. Orders filled within 24 hours. 
© Call Tues. thru Fri. 9 A.M. — 6 P.M., Sat. 
CALL to 5, Pacific Time. 
L ted. 
TOLL-FREE * BankAmericard & Master Charge accep 
800 
423-5662 


ALLYN'S Honda/Kawasaki 
958 North Maclay, San Fernando, California 


Mail Order Service 


184 Worcester St. 
Wellesley Hills Mass 028۱ 
617 235 9729 


TRIUMPH 
OF WELLESLEY 


WHORSEPOWER 
TO WIN! 
HONDA, 


SPORTSTER, etc. 
Write for literature 


RAVESI RACING CAMS 
WYMAN ROAD 
BILLERICA, MASS. 01821 
Tel: (617) 663-3733 


KAWASAKI PARTS 


ONE DAY MAIL ORDER SERVICE 
BORING, PORTING, COMPLETE SERVICE 


каф ву 
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21 WILLOW ST. 
FITCHBURG, MA. 01420 
(617) 345-0181 
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PLANS AND KITS 


NOW PERMANENT YEAR-ROUND 
PROTECTION FOR 


A YOUR CYCLE 


\ 


BUILD THE NEW AND ATTRACTIVE 
“CYCLE-COOP” 

— Completely Enclosed 

— Prevents Rust-Producing Moisture Build-Up 
— Provides Additional Theft Deterrents 

— Can Be Heated to Prevent Battery Freeze Up 


For Easy-to-Follow Plans, Send $5.00 to: 


21st CENTURY ENTERPRISES 
103 MEREWOOD DRIVE * VERSAILES, KY. 


PLEASE — Cash, Check or Money Order Only 


PLANS, Tube Bender, Press, Break. Information, P.O.B. 56, 


Campo, California 92006. 


RESORTS AND TRAVEL 


1975 


Mexico Tour 


y T 
An unique and exciting 
motorcycling adventure! 


Reservations close March 1, 1975 
For full information, write: 
MEXICO MOTORCYCLE VACATION 


P. O. Box 1473, Covina, Ca. 91722 
Telephone: (213) 966-3227 


Come to Mexico 
for the tour of your life! 


TIRES 


FANTASTIC SAVINGS. Pirelli Motorcycle Tires & Tubes. 
Huge inventory to choose from. Send for FREE 
BROCHURE. International Motorcycle Center, 2119 Route 
110, Farmingdale, N.Y. 11735. 


MISCELLANEOUS 


IDENTIFICATION Cards, send stamped self-addressed 
envelope for samples. NIPCOF, 727 North Main, Las 
Vegas, Nevada 89101. 

SLEEP LEARNING. Hypnotic Method, 9296 effective. 
Details free. ASR Foundation, Box 23429 EG, Fort Lauder- 
dale, Florida 33307. 


SPECIAL interest records available, produced by the 
editors of the world's leading special interest magazines. 
Send for free catalog. Record Catalog CL, Ziff-Davis 
Publishing Co., One Park Avenue, New York, N.Y. 10016. 





EUROPEAN TOURING 


ENGLANDS ORIGINAL 


OFFICIAL 
SERVICE 
CENTRE 


BUYING A COMMANDO, under the personal export scheme? 
We are the only OFFICIALLY FACTORY APPOINTED SER 
VICE CENTRE and sell only Norton Prompt delivery 
Save your dollars by dealing with the SPECIALISTS with all 
services SPARES - ACCESSORIES ۰ INSURANCE - FREIGHT 
ING - the experts in handling your personal requirements 
Send for detailed literature showing how to get here from the 
airport etc., and any other information you may require 


TAYLOR MATTERSON 
Bedford Hill London 5۷۷12 Tel.01 673 0981 












SEE EUROPE INEXPENSIVELY—on a new cycle from Elite 
Motors, Europe's Biggest Cycle Shop. Big stocks, big 
discounts (to U.K. visitors) and quick service. Don't waste 
time—write now to Europe's No. 1: ELITE MOTORS LTD., 
844-965 Garratt Lane, Tooting, London SW17 OLP, 
England. Tel. 01-672-1200. 


Touring Europe 74 


Write for details of our Personal Export 
Scheme and tax-free prices to overseas 
visitors — we will send you, by return, full 
details of machines, spares, clothing, 
accessories and insurance. A deal with 


Comerford's could save you more than 
your air-fare—and we are only six miles 
from London Airport! 


a Established 
comerford's ә 
Portsmouth Rd, Thames Ditton, Surrey, England 
EUROPE'S LEADING DISCOUNT DEALER 





FLORIDA TOURING 


VACATION! SAVE! Enjoy yourself in sunny Florida on a NEW 
GENTRY MOTORS HONDA: Check our low prices on HONDA 
750's... HONDA 450's 360's... 350 Four ۸۲250, , , All 
inquiries answered with latest prices 


GENTRY HONDA MOTORS 
2296 So. U.S. No. 1 © Rockledge, Florida 32955 
Phone: 305-636-4988 
80 miles south of Daytona Beach on U.S. No. 1, since 1963. 
Hours 9:00— 7:00 Tuesday thru Saturday 


GOVERNMENT SURPLUS 


“U.S. GOVERNMENT SURPLUS DIRECTORY." How, 
Where to buy 100,000 items (including Jeeps) ... low as 2 
cents on dollar! Most complete information available ۰ 
$2.00. SURPLUS DISPOSAL, Box 6586-WM, Washington, 
О.С. 20009. 


INSTRUCTION 





SMALL ENGINE & CHASSIS 
REPAIR TRAINING 
9 month course 
Learn Snowmobile, Outboard, Lawn Mower, 
Cycle, Including Wankel 
Write: DAN RICHTER 
Wisconsin Indianhead Technical Institute 
New Richmond, Wisconsin 54017 


MOTORCYCLE MECHANIC. Train at home in spare time. 
Make good money in motorcycle shop or start own busi- 
ness. Motorcycle tools, test instruments included. FREE 
“Career Kit!", Dept. EACC4,North American School/Motor- 
cycle Repair, 4500 Campus Drive, Newport Beach, CA 
92663. 
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Free Information Service 


Products Editorial Listing, for which you want additional information. (Key 
numbers for advertised products also appear in advertiser's index on the 
opposite page.) 

3. Paste the coupon on a government post card or place it in an envelope 
and mail to: 

CYCLE, P.O. Box 2904, Clinton, lowa 52732 

4. Your request for information will be forwarded to the appropriate compa- 
nies. Please allow 4 to 6 weeks for them to fill your requests. 





















































| EXPIRES FEBRUARY 28, 1975 СС 1/75 123 
| Мате E d— ech - — 3 
| Address eee ee = = 3 
۱ City = —— States Е Zip Code... — 
PLEASE ANSWER ALL QUESTIONS BELOW AND TYPE 
| OR PRINT AS CLEARLY AS POSSIBLE 
| 1. How many motorcycles do you now own? 
| АГ]1 B[]2 C ] [3 or more D [J None 
| FoR MOTORCYCLES CURRENTLY OWNED, PLEASE COMPLETE THE 
| FOLLOWING: 
| Answer for most recent purchase if more than one is owned. 
| 2. What make? 
A[]BSA E [] H-D | ] Kawasaki M О Suzuki 
| 80800  F[jHodaka Jf Norton N Г] Triumph 
| 6 ][ Bultaco G [] Honda К Г] Ossa O О Yamaha 
| оО Can-Am H Indian L [J Rokon P ] Other 
۱ 3. What engine size? 
| А 0 40-99cc D 5 300-399cc G 0 600-699cc 
| В [7 100-199сс Е ] [ 400-499сс Н [5 700-799cc 
| C ][ 200-60 F ] [ 500-66 1 О 80060 & up 


4. Excluding motorcycle(s) currently owned, had you previously owned a 
































































































































Here's how you can get additional information at no charge, concerning 
products and services advertised in this issue, and items mentioned in the 
New Products Editorial Section. 

1. Clip one of the coupons (two are provided in the event a second person 
reading this copy wishes to use the service). Print or type your name and 
address where indicated. Be sure to include Zip Code. 

2. Please answer all questions and circle the number on the coupon which 
corresponds to the number at the bottom of the advertisement, or New 









































EXPIRES FEBRUARY 28, 1975 CC 1/75 12 
Name = = — SE set = E = 
Address _ = = = - = = 
City, = a ee Sle —— -£ Zip Code: сз 
PLEASE ANSWER ALL QUESTIONS BELOW AND TYPE 
OR PRINT AS CLEARLY AS POSSIBLE 
1. How many motorcycles do you now own? 
АЯ B[]2 C [J3 or more D О None 
FOR MOTORCYCLES CURRENTLY OWNED, PLEASE COMPLETE THE 
FOLLOWING: 
Answer for most recent purchase if more than one is owned. 
2. What make? 
A[]BSA E H-D | Kawasaki М ] [ Suzuki 
B [] BMW F 0 Hodaka J О Norton N О Triumph 
C О Bultaco G [ ] Honda К О Ossa O[ Yamaha 
о О Can-Am H [] Indian L О Rokon P Г] Other 
3. What engine size? 
А 0 40-99cc D 0 300-399сс G (J 600-699cc 
В [0 100-6 Е 0 400-499cc H 0 700-799cc 
C [J 200-299сс F 0 500-599cc | О 800cc & up 

















4. Excluding motorcycle(s) currently owned, had you previously owned a 























































































































motorcycle? 1[]Yes 20 № | motorcycle? 1[] Yes 20 № 
If YES: | if YES: 
5. What make? (Most recently owned, if more than one.) | 5. What make? (Most recently owned, if more than one.) 
А ] BSA E[]H-D 1 Kawasaki М 0 Suzuki | А [|] BSA E[]H-D | Kawasaki M[ Suzuki 
B[]BMW F [ Hodaka J О Norton N О Triumph | BL) BMW F 0 Нодака J О Norton N О Triumph 
C[]Bultaco 8 К О Ossa O О Yamaha ۱ С О Bultaco 8 К О Ossa O О Yamaha 
р О Can-Am H [ J] Indian L О Rokon P О Other | D[jCan-Am Н [ ] Indian L []Rokon Р О Other 
6. What engine size? (Most recently owned, if тоге than one.) | 6. What engine size? (Most recently owned, if more than one.) 
А 0 40-99сс D 0 300-60 G [0 600-699cc | А [ ] 40-99cc 300-399cc G [ ] 600-699cc 
B[]100-199cc E [0 400-499cc H 5 700-799cc | B 0 100-199сс Е 0 400-499cc H 5 700-799cc 
С [J 200-299cc F [] 500-6 | О 80066 & up | C ][ 200-6 F 0 500-6 | 800cc & up 
7. Do you plan to buy a new motorcycle within the next 12 months? | 7. Do you plan to buy a new motorcycle within the next 12 months? 
A[] Yes вО № | A[]Yes Вв О № 
8. What таке аге you most seriously considering? (Check ONE.) | 8. What make are you most seriously considering? (Check ONE.) 
А О] BSA E[]H-D | О Kawasaki М 0 Suzuki | A[]BSA E[]H-D | О Kawasaki М 0 Suzuki 
во BMW Е [|] Hodaka J О Norton N О Triumph | B [|] BMW F 0 Hodaka J О Norton N О Triumph 
C О Bultaco G [ ] Honda ۲ ] Ossa О 0 Yamaha C О Bultaco а [] Honda K (] Ossa O О Yamaha 
р О J Can-Am Н [] Indian L О Rokon Р f Other | о О Can-Am Н [] Indian L О Rokon P Other 
9. What engine size? 9. What engine size? 
A [ ] 40-99cc D[]300-399cc а [0 600-699сс | А 0 40-99cc D 0 300-399cc G (J 600-699cc 
B[]100-199cc E[]400-499cc H 5 700-799cc | B[]100-199cc Е [ ] 400-499cc H[]700-799cc 
C [ ] 200-299cc F 0 500-599сс | О 80066 6 up | C 0 200-6 F 0 500-599cc | 800сс & ир 
10. How much do you plan to spend on motorcycle accessories (e.g. | 10. How much do you plan to spend on motorcycle accessories (e.g. 
protective clothing, goggles, special instruments, tools, mirrors, etc.) | protective clothing, goggles, special instruments, tools, mirrors, etc.) 
within the next 12 months? within the next 12 months? 
A[jLess than $30 C[]$50-$59 E[]$100-$149 G[]$200-$299 | A[]Less than $30 C[]$50-$59 Е []$100-$149 G[]$200-$299 
B[]$30-$49 D[]$60-$99 F[]$150-$199 H ][ $300 or more | B[]$30-$49 D[]$60-$99 F[]$150-$199 H ][ 8300 or more 
11. What is your age? | 11. What is your age? 
A О Under 18 C J] 21-4 Е 0 35-44 С 0 55-64 | A О Under 18 С 521-24 Е | 35-4 G [0 55-64 
В 5 18-20 D 0 25-34 Е 0 45-54 H 065 or ۲ | В 0 18-20 D 0 25-34 F П 45-54 Н 0 65 or over 
For information on items circle numbers below. | For information on items circle numbers below. 

1 2 3 4 5 6 7 8 8 0 ^Y 32 d$ d 1) 1 2 3 4 5 6 7 8 э 10 7 12 13 14 5 
16 17 18 19 20 21 22 23 24 25 26 27 28 29 30 | 16 17 18 19 20 21 22 23 24 25 26 27 28 29 30 
31 32 33 34 35 36 37 38 39 40 41 42 43 44 5 I: 32 33 34 35 36 37 38 39 40 41 42 43 44 45 
46 47 48 49 50 51 52 53 54 55 56 57 58 59 60 fa 47 48 49 50 51 52 53 54 55 56 57 58 59 60 
61 62 63 64 65 66 67 68 69 70 71 72 73 74 75 p 62 63 64 65 66 67 68 69 70 71 72 73 74 75 
76 77 78 79 80 81 82 83 84 85 86 87 88 89 90 4 77 78 тә 80 81 82 83 84 85 86 87 88 89 90 
91 92 93 94 95 96 97 98 99 100 ! 91 92 93 94 95 96 97 98 99 0 
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TL-125 Montesa 


The “Honda Report” advertisement in 
your September issue states my son, 
Mike, rode a Honda TL-125 to his 2nd 
place finish in the Big Bear two-day trial. 
This is an error, as this was Mike’s first 
ride on his 1974 Montesa Cota 123. 

Bruce Bernbaum 
Los Angeles, CA. 


How Could You! 


| have been purchasing your magazine 
at a local newsstand for the past year, 
reading your tests of the various motor- 
cycles, and for the most part, considering 
what you have said about them to be true. 
However, your recent tests of the Can-Am 
250 Enduro prompts me to write this letter. 

On the basis of comparing YOUR tests, 
how can you rate the Can-Am higher than 
the Penton 250 Hare Scrambler? On your 
own figures the Penton puts out more 
torque, comes with 100% better tires, 


; weighs. less, consumes less gas despite 


a larger carburetor, and has a larger 
brake swept area. 

You praise the turn signals that bend 
away in their rubber mounts; who cares, 
the damn things fell off due to the vibra- 
tion of the engine. You loved the handling 
of the Can-Am with S & W shocks; have 
you tried the Penton that has been avail- 
able since May with the 45° angled 
shocks that give SEVEN inches of travel 
at the rear wheel, with new Ceriani gas/ oil 
shocks that don’t fade? 

Whoever was going to charge you 
$1595 plus $120 for the enduro kit and 
250 Penton must be out of their mind; 
here in Virginia the dealers are averaging 
aroung $1575 with the enduro kit. 

The ground clearance on the Can-Am 
was 6 inches, 9.5 inches on the Penton. 
Where did you ever talk a dealer into 
selling you a 3.50 Cheng Shin and a 4.00 
Trelleborg for $38.00? Most places I've 
been to are getting $38 just for the Trelle- . 
borg. The Penton comes with Metzelers; 
a 4.50 on the rear. 

| don't know how you could ever think 
that the Can-Am was better. 

Rick ۵ 
Pulaski, VA. 


Lighten Up 

In the rapidly changing world of motor- 

cycle technology, Gordon Jennings ar- 

ticles stand out like the proverbial light 

atthe end of atunnel. Some of his articles 

are worth the price of the full years' sub- 

scription! Just having him on your staff 

makes Cycle the #1 motorcycle maga- 
zine. 

Tim Kuren 

Bordentown, N.J. 


If you construe a light at the end of a 
tunnel to be dim, distant, and surrounded 
by darkness, we would have to 
agree.—Ed. ; 


Address all correspondence to: Cook 
Neilson, "Letters," CYCLE Magazine, 
780-A Lakefield Road, Westlake Village, 
California, 91361. ea 


CYCLE 


Reference letter in your October issue 
from Mr. O. Smith. Mr. Smith should read 
your very fine classified ad section and 
would then be aware of the existence of 
Cycle Salvage Inc., in New Haven Ct. We 
are the first and largest motorcycle sal- 
vage dealer in the state and are conclud- 
ing our third successful season. 

Our specialty is foreign bike parts and 
we will mail COD anywhere outside of 
Connecticut. We have sent parts to nearly 
every state in the union including Alaska, 
and to Europe, Canada, and the Canal 
Zone as well. We receive letters daily from 
all over the globe no doubt at least in 
part to our advertising.in Cycle. 

Thank you for this opportunity to let you 
and Mr. Smith know we exist and that we 
enjoyed your article on salvage yards. Any 
time you are back east please drop in so 
that we may show you our operation— 
currently :3 locations in. Southern Con- 
necticut. 

Jack Clarke 

Vice President & Gen. Mgr. 
Cycle Salvage Inc. 

New Haven, CT. 06511 


This letter introduces you and Mr. О. 
Smith (note Oct. 1974 issue Letters to the 
Editor) to Metro-Cycle, the first exclusive 
used motorcycle parts dealer in New York 
City. We have been in business only 5 
months but have already builta reputation 
in this area for having parts that the dealer 
cannot supply. 

Doug Mathewson 
Owner, Metro-Cycle 
155 М. 29th St. 

New York, N.Y. 10001 


Wrong Wrag 
Boy, was | upset over the October issue. 
After reading Cycle Magazine with varying 
interest over the past fourteen years, and 
knowing how much the magazine has 


 beenimproved, here you were going back 


to your old ways of reporting on motorcy- 
cle road tests with vague writing and lots 
of flashy photographs that add nothing 
to the description of a motorcycle or your 
test results. 

The Honda XL175 test was the worst. 
Here two dramatic photographs are 
printed across more than half of the report 
pages and they show little more than 
water splashing їп опе and a dust plume 
in the other. The article itself could have 
been assembled after a typical test ride 
at the local Honda dealer. : 

850—1 picked up my pen and started this 
note complaining about your obvious re- 
gression. The next thing was to find that 
address . . . whoops . . . it's not Cycle 
Magazine! | had forgotten, buying my 
favorite magazine of the early-mid 1960's 
for their Laverda and Morini tests. 

Then | made a quick check of your 
October issue where there are some bad 
photos (Kawasaki), but many good photos 
(Can-Am, Suzuki) and some absolutely 
exemplary photos (Honda CR-72). All the 
writing ranges from good to excellent... 
whew! 

A.D. Bonnett 
Oakland, CA. 


Tui ادا کک سے‎ ERR E 





LETTERS Continued from page 7 


Driving Stones 


- Being an avid reader of your magazine 
for. some years, | finally felt it time to let 
loose a few comments. | am the proud 
owner of a Kawasaki 750; one of. the 
original “blue meanies". To date it has 
given me only pleasure to ride it, and 1 
find. its performance invigorating, to say 
the least. The addition of K&N's, Wirges' 
swingarm bushings, Koni and 
Girling 70/100 progressive springs have 
helped enormously. Since its appearance 
on the market it has received little praise 


апа а lot of crap. Magazine reviews can ` 


turn a fine machine into a dinosaur faster 
than Uncle Sam ever planned, and now 
that the H-2 is leaving us, you give it a 
pat on the back, saying maybe it wasn't 
Such a bad idea after all! Isn't that a little 
late now? The H-2 never pretended to be 
a cross country touring machine, a con- 
sumer special, or a Ducati through the 
corners. And yet mine will take me on long 
trips at a consistent 35-38 mpg at a con- 
stant 60-70 mph, or blastthrough corners 
keeping up with my friend's Triumph 750, 
on back roads. It's hard not to use that 
power on tap a// the time, and that's where 
| feel your staff has gotten its mileage 
figures. The H-2 is far from perfect, but 
with some thoughtful time and experi- 
mentation, its outlandish handling char- 
acteristics can be tamed. The power band 
is far from peaky as was the case with 
an earlier Kawasaki 500 | owned, but good 
through the range. 

So all ۱ can say is, that if you want to 
own the fastest. production bike made, 
you buy an early H2, and work from 
there—it's worth the effort. Nobody buys 
an H2 to commute to work or tour the 
country; it was made for people who like 
to live in short bursts of power—period. 
It's fast, reliable as hell, and I’ve made 
it handle—in other words, it does every- 
thing a strictly performance machine 
should do. When they're all gone, some 
people will wish the hell they'd make them 
again. Who likes driving stones? 

Edward S. Killar, Jr. 
Schenectady, N.Y. 


Parts Once Used 


In response to Mr. Smith’s letter in the 
October issue, the Dragon Lady has been 
supplying Japanese brand motorcycle 
parts for the last year and a half. We 
handle only Japanese brands, quality 
used parts, reconditioned parts and man- 
ufacturer’s close-outs of accessories. The 
response to this type of business in this 
area has been very favorable, and since 
we are exclusively mail огаег, ме are able 
to satisfy a majority of customers. Any 
correspondence should be sent to the 
below address. Thank you for this oppor- 
tunity to make Mr. Smith and others aware 
that the West Coast isn’t the only place 
to obtain quality used parts. 

i Guy Ortoleva 
The Dragon.Lady 

P.O. Box 7532 

New Haven, CT. 06519 





